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Eaton’s Improved Freight Car. 








The expense of hauling so large a proportion of dead 
weight to the paying load, as is now carried on rai'roads, has 
of late years attracted a great deal of attention, and has been 
the suvject of much discussion among railroad managers. 
Many of our readers will, therefore, be interested in the en- 
graving of the car which we give in this number, and which 
was de.igned by Mr. Richard Eaton, of Montreal, late Master 
of Motive Power of the Grand Trunk Railroad. Instead ot 
reducing the size and capacity of cars, as is done on narrow 
gauge and light railroads, he bas adopted the opposite method 
and has doubled the capacity without, he claims, increasing 
the weight. This has been accomplished by improved meth- 
ods of construction, which are very clearly shown in the en- 
gravings. If these objects are attained, the advantages which 





will result therefrom are, of course, very great. Thus, the 





“the man who suggested the application of steam to the 
punches, who put his ideas into practical operation and has 
watched its working,” and his explicit and intelligent letter I 
transcribe for publication in your paper, in the hope that it 
will he of the same service to others, seeking information in 
that line, that it is to mypelf. O. H. Dorrance, 
Superintendent Kaw Valley Division, 
Kansas Pacific Railway. 





Snops, Morean’s Lovurstana & Texas RaILroap, t 
IERS, January 7, 1875. 
G. Pandeley, Esq., Supt.: 

Deak Sriz.—I cheerfully comply with your request and give 
you the result of my experience in working ‘‘Dudgeon’s hy- 
draulic punches,” both by hand and steam power, thickness of 
iron punched, size of holes, number of men required, accuracy 
of punching, how labor is distributed, number of holes punched 
per day, etc., et». 

The thickness of rail where punched is % and % inches, is 
the old pattern of chair or Erie rail, and is of such shape that 
at top and bottom ot hole the thickness is % of an inch, while 
at the center it is but 5%, and is therefore much more difficult 
to punch than if roiled with two very nearly parallicl taccs. 
The portion of our iron which has been repaired at ends is in | 
most cases thicker by %, and sometimes ¥% inch: this, of | 
course, makes it still more difficult to punch. | 





















The breaking of dies and punches, and the repacking of 
rams and screws is about equal to that while working by hand, 
in proportion to work done. I think we would break but few 
punches and dies, nor destroy the packing of rams and screws 
often, 1f we had iron to punch of ihe ordinary “fish” pat- 
tern, where the two sides are so nearly parallel, for the reason 
that there would be no tendency to crowd the punch down or 
up. Itis often the case, with our “ Erie” iron, that the die 
goes down and the punch goes up, thereby forcing them “ out 
of line.” resulting in breaking one or the other--sometimes 
both—or the packivg is destroyed in screw or ram. 

I am suticfied that the steam punches are doing the work 
much more economically than it could be done by hand, and 
twice as fast. The cost of each will of course have to be con- 
sidered, together with quantity of work to be done. It has 
cost us about $600 to apply steam to each punch, 

Very respectfnll”, 


N. Trurox. 
The Importance of Detailed Railroad Statistics, 
Rome, N. Y., 20th January, 1875. 
To THe Eprror or THE RAtLRoAD GAZETTE: 
[ noticed recently an article in the Gazetle urging railway 
men to furnish more detailed statistics. You present much 
of general statistics that are interesting and valuable; but 
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usual loac' for ordinary cars is 20,000 lbs., their weight being 
about the same, A train of 30 cars will, therefore, carry 
600,000 lbs. ot freight. The cars will be of about equal weight, 
and, with that of the locomotive, the total weight of the train 
will be 1,300,000 lbs. A train of the improved cars, of equal 
weight, would consist of 20 such loaded cars. They will, how- 
ever, cach carry 40,000 lbs. of freight, or a total of 800,000 lbs., 
or one-third more than the other train. Three trains of the 
improved cars will, thereiore, transport as much freight as 
four with ordinary cars. The saving resulting thereirom is, 
of course, very apparent. 

These cars are especially intended for the grain traffic of the 
east and west roads, and their use, it is claimed, will reduce 
the cost of transportation very materially. For fuither in- 
formation inquiries may be addressed to Mr. Laton, at Mon 
treal, Canada, or to Mr. Charles F. Manson, at the rooms of 
the Master Car Builders, No. 113 Liberty street, New York. 








Sontributions. 





~ Punching Rails in Place by Steam. 





LawRENCE, Kan., January 12, 1875. 
To THe Epiror oF THE RaILRoaD GAZETTE: 

A short time since I desined information as to the utility 
aud economy of machinery for punching track rails in place, 
and was referred to G. Pandely, Esq., Superintendent of Mor- 
gun’s Louisiana & Texas Railroad, New Orlesns, as having 
used “‘ Dudgeon’s Hydraulic Punch” for that purpose. Mr. 
Pandely very kindly referred my inquiries to Mr. N. Tilton, 
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EATON’S IMPROVED FREIGHT CAR, 


The size of holes is 13-16 by1linch. When working one 
punch by hand, we have only been uble to punch from fijty 
to eighty holes in one day. By steam we have punched from 
100 to 200 per day. Tne reason that more are punched in one 
day than another is, that we at times work one or two days 
without breaking a punch or dic, and at other times have 
broken as many as four punches and one die in a single day. 
Tbe causes of the breakage of so many are the irregular 
shapes of iron, the difficulty of getting the top and buttom of 
the punch to strike at the same time—if too high it crowds 
down, and if too low it crowds up. I mean by irregular-shaped 
iron that which has been repaired. 

It only requires ordinary care to be able to punch the holes 
accurately. No trouble has been experienced in making the 
plates fit properly. 

It is desirable that both punches be worked side by side, 
but impracticable, as one or the other is almost daily breaking 
punches, or having to stop to renew the leather packing in 
ram or screw of punch. 

To work one punch by hand, it requires eight men ; two to 
go ahead and draw spikes, remove chairs, and Llock up rail 
one inch high; three men are required to work the punch— 
one to put on plates and bolts, and two to tamp up ties after 
the punch. I think the maker of these punches claims that 
two men are all that are necessary to work the punch, but we 
have found it necessary to use three. 

To work one of our steam punches, it requires twice the 
number of men, except to work the punch but two are re- 
quired. Oost of fuel etc, to run steam punch will not exceed 





one dollar per day, 
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| you call for more particulais. No doubt you are right in 
| seeking fcr detail. What you want is a statement of fects thit 
| will permit analysis, 80 a8 to show the cost of each impoi- 
tant item. Withovt such, railway expenses cannot be well 
| unde: stood. There is some iifficulty in keeping these ino 
| way that shows the cost uf cach, and of the diflerent services. 
Most railways have a mixed traffic of passenger and freight. 
Engines and trains are run on the same track, and, therefoic, 
it is very difficult to determine the cost of maintaining the 
track, as chargeable to cach kind. 8o long as this course of 
business 18 pursued (and it will, for the most part, be for a 
long time on most railways), this item will be mixed, 80 as .o 
render accuracy impossible, and it can only be upproximated 
by careful attention to otber items. ‘Ihe repairs of engines 
will be a pretty fair test of the repairs of track. To avail of 
tuis, I recommend that strict accounts be kept of the :epaus 
of each class of engines, passenger and freight. In this all 
switching engines should be excluded. They only operate on 
short sections of track, and may be estimated from their rels- 
tive mileage. I see no better way to get a disciimination as to 
cost of track on the respective classcs. This process secures 
very definitely the relative cost of power for each class, p:o- 
vided the fuel is also kept separate. To make it more com- 
plete, a separate account should be kept of oil, waste, &c. If 
this suggestion be well carried out, a very close approxima- 
tion may be had of the most difficult statistics, 

There is another feature attended with difficulty, namely, 
fast and slow speed for freight trains on the same line. So 
long as this practice continues it will be impossible to settle 
frum proper data the ecopomy of transportation in relation to 
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speed. This may be corrected by a thorough practice at cer- | the vertical line 55.5. This is midway between those mark«d 
tain rates of speed. After having settled the expenses rela- | 55 and 56, and midway between the fine lines for D=55.4 and 
| 55.6. Follow up this imaginary line to the inclined line c = 9.8; 
: ; | and placing the needle-point on the point of intersection, the . tes iia etal 
by adopting, for sufficient time, a higher or lower rate, some solidity is seen to be 712; the fine horizontal line for s = 710 | ai ie 
approximation may be had. This last is, no doubt, a very | being immediately below it. The total volume of the solid is @eneral Qailroad Wews. 
“important question in the economy of railways. ae 
The repairs, fuel, waste, oil, etc., of each class of engines | cynrer-nelouT by means of the Curve of Level Section, as fol- 


tive to passengers and freight, at certain rates of speed, then 


may easily be kept separate. The repairs of cars and coaches 
may easily be kept separate, and show definitely the cost of 
each per mile run. 

A very important question to railways is, the weight of their 
dead stock. If thorough statistics were kept, 1t might be shown 
that a large part of the dead weight could be reduced by sub 
stituting a better quality of materia). Take, for instance, iron, 
largely used for this purpose and made of very different quali- 
ties. Between an ordinary refined and the best quality, the 
weight of the latter for the same strength is not over 75 per 
cent. of the former. The difference is even greater than this. 
It is obvious 25 per cent. of dead weight in the 1ron of the car 
is hauled for nothing. The same saving by a superior quality 
of timber and other materials. There is not the least difficulty 
in obtaining superior iron, at an addition in price that wil! not 
be materially greater than what is saved in weight, and so the 
cost will not be increased by the superior quality. Jf a better 
quality of timber cannot be had the plan should provide for 
such deficiency by the use of iron, It would be easy to reduce 
the weight ofa ten-ton freight car two tons below the usual 
weight, and have a car that would be more durable. Now, 
look at cars, running 20,000 miles a year and carrying two tons 
unnecessary dead weight. Here we carry 40,000 tons one mile 
for nothing. Why is this? In the first place, we have no 
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proper statistics. In the second, our railway managers are 
rarely men who could analyze them if they had them. The 
science of railway management calls for the illustrations of 
problems that are often involved, being made up of facts that 
more or less ruu into cach other, and can only be determined 
by careful and persistent investigation of those facts. 

A\lT carr say is, urge the full statistics: they are indispensa- 
ble to an understanding of the subject. 

Joun B, Jervis. 





Computation of Earth-work from Diagrams. 





The new work of Mr. A. M. Wellington on earth-work com- 
putation presents a radically different method from that usu- 
ally pursued by the use of tables. It would not be easy to de- 
scribe this method clearly in words, but by the use of the ac- 
companying diagram, published in the work for the purpose 
of explaining the use of the atlas of plates, which takes the 
place of the ordinary tables, engineers will be able to follow 
out Mr. Wellington’s method of procedure. The description 
is taken from the chapter of the work on “Formule and 
Rules:” 

21. RuLE For Use or DiaGram.—First add together the dis- 
tances out of the two slope-stakes, to obtain the value of D 
[the horizontal width of section]. Then follow up the vertical 
line representing the given value of D to its intersection with the 
INCLINED line representing the given centre height, or value of c. 

Holi the point of intersection, and read off the solidity for a 
ha f-station from the horizontal lines. 

Tho sum of the quantities for any two sections is the end- 
area solidity between them for a full station. For fractional 
or plus stations, multiply that sum by the proper decimal part 
of 100 feet. ; 

ExamPie.—To oo the solid shown in fig. 8. For the 
first section, take on Plate IIL, or on fig. 7, which is an ex- 
tract from Plate ITI., the vertical line marked 45—the value of 
D for the first section—and follow it up to the inclined line 
representing the given center height, 8.4. A heavy line 
marked 8 is first met with, the next line above is 8.2, and the 
next live is 8.4. Place the needle-point on the intersection of 
these two lines, and read off the solidity from the horizontal 
lines. 

In this case the point of intersection lies exactly on the line 
500; which is the solidity required. Had the center height 
been 8.6, the solidity would have been 508; had the center 
height been 8.8, the solidity would ha*o been 517; and had it 
been 9.0, the solidity would have been 525. _ : 

To read off the solidity ot the second section, determine first 


then 500 + 712 = 1,212 cubic yards. 


lows: After having determined the point of intersection for 
the values of D andcin any given case, and the horizontal 
line on which it lies, tollow along that horizontal Jine till it in- 
tersects the Curve of Level Seciion. The inclined line of ce, 
interpolated if necessary, which passes through this point of 
intersection, gives the centre-height required. 


necessarily bave the same area, since the points of intersection 
tound for them are o” the same horizontal line. 


ing on fig. 7 or Plate II'., that the point of intersection, as ob- 
tained in paragruph 21, lies on the line 500, follow along that 





24. SECTIONS CAN BE REDUCED TO AX EQUIVALENT LEVEL | - 
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The principle of this is obvious. The two sections must 


Exampre.—Take the first section of fig. 8. After determin- 
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Irregular earthwork of every form may be computed from 
the diagram of prismoidal correction in a similar way to that 
used in computing fig. 16 above. 


ELECTIONS AND APPOINTMENTS. 





North Brookfield Branch.—This company was organized at 


North Brookfield, Mass., recently, by the election of the fol- 
lowing directors: Alden Batchelicr, T. C. Bates, ‘I’. M. Dun 
can, 8. 8. Edmunds, John Mill, W. H. Montague, Bonum Nye, 
Liberty Stone, Freeman Walker. The board organized by 
electiug Bonum Nye, President; Alden Batcheller. Vice-Presi- 
dent; S. 8S. Kdmunds, Ireasurer; [. M. Duncan, Clerk. 


Connecticut River.—At the annual meeting in Springfield, 


Mass., January 20, the following directors were chosen: Dan- 
iel L. Harris, Chester W. Chapin, Springfield, Maes.; Oscar 
Kdwards, Northampton, Mass.; W. B. Washburn, Greenfield, 
Masgs.; S. M. Waite, Brattleboro, Vt.; Roland Mather, Hart- 
ford, Conn.; Edward A. Dana, I. M. Spelman, Cirarles 8. Sar- 
gent, Boston. The only change in the beard is the election 
of Charles 8. Sargeant to succeed his father, who de- 
clined re-election, after having served 25 years as a director 
of the company. 


Baltimore & Ohio. - Mr. Robert Stewart has been appointed 


General Superintendent of Telegraph, and will take charge 
February 15. Mr. Stewart bas been Superintendent of Tele - 
graph of the United Railroads of New Jersey Division of the 
Pennsylvania Railroad since the lease, and was for many years 
previously connected with the New Jersey lines. 


Maine Central.—Mr. L, L. Linecin, General Superintendent. 


will hereafter have full charge ot the operation of this road 
Mr. C. F. Hatch having retired from the position of General 
Manager. 


New England General Freight Agents’ Association.—At the 


7—Ertract from Diagram of Cross-Sections; Road-bed, 18, 14% to 1. 


line till it cuts the Curve of Level, Section. The inclined line 
passing through the point of intersection is read off as 8.7; 
which is the equivalent level ceutre height. In the. seconc 
section, the equivalent level centre-height is read off in the 
same manner as 11.1, 

57. Five-Leven Cross-Secrions—i. e., those in which 
two additional surface-levels are regularly taken over each 
road-bed angle, as shown in fig. 16—may evidently be divided 
into three sets of two triangies each, and computed in asimi- 
lar way from the diagram of triangular prisms (no extract 
from which is given here) as follows: Enter the diagram suc- 
cessively, with the center-height and width of road-bed, and 
with the distance . ut to each slope-stake and corresponding 
road-bed level. The sum of the three quantities obtained is 
the solidity. 
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EXxAMPLe.—The prismoid shown in fig. 16. To compute the 
solidity, entering the diagram of triangular prisms with 
D = 28.0, c = 16.4, we obtain... .425 
D = 39.5, c = 15.0, * “ Kg 
D = 47.0, ¢ = 17.8, « Sgn 1,749 


For the second section, entering with 
D = 28.0,c = 8.0, we obtain....207 


D=-284,ce= 17.0, * = -. 184 
D= 32.0, c = 10.2, * aces SOR 639 
Total and-erea solidity................. ole nphgetss relia cot 2,442 


After determining the above end-area solidities, the true 
solidity of the prismoidal formula of either solid above may 
be determined exactly by a correction taken at inspection 
from te diagram of prismoidal correction, or, approximately, 
by a similar correction taken from a little table in the volume. 





But whether these subsequent corrections are made or not is 
a watter of choice. 


annual meeting in Boston, January 20, the following office s 
were chosen: President, W. J. C. Kenney, Boston & Maine; 
Vice-President, J. M. Williams, Worcester & Nashua ; Secre- 
tary, J. W, Hildreth, Concord Railroad, 

Lehigh Valley.—At the annual mecting in Philadelphie, 
Jauuary 19, Hon. Asa Packer was re-elected President, with 
the following directors: Wm. L. Conyngham, J. Gillingham 
Fell, Wm. H. Gatzmer, Charles Hartshorne, Wm. L. Ingham, 
John Taylor Johnston, Wm. W. Longstreth, George B. Mar- 
kle, Ario Pardee, David Thomas, ‘Ashbel Weleb, Joseph Whar- 
ton. The board elected Charles Hartshorne Vice President ; 
Lloyd Chamberlain, Treasurer; John R. Fanshawe. Secre- 
i W. Morris, Assistant Secretary; John B, Garrett, 

uditor. 


Davenport & St. Paw.—At the annual meeting in Davenport, 
Ia., January 21, the following directors were chosen: George 
H. French, J. H. Berryhill, John E. Henry, M. Donahue, A. C. 
Fulton, L. S. Davies, A. J. Presto, Davenport, Ia.; J. E. 
Goodenow, Maquoketa, Ia.; George Rule, Big Rock. Ia.; George 
W. Lathrop, Oxford Mills, Ia.; '. B. Doulittle, Delhi, Ia.; M. 
O. Barnes, Enfield, Ia.; A. Beadle, Cresco, Ia.; H. 8. Brunson, 
Fayette, Ia. The rew directors are Messrs. Davies, Preston 
and Barnes, who replace G. H. Parker and J. R. Cook, there 
bein oe ently one more director this year than last. The 
board elected George H. French, President; J. H. Berryhill, 
Vice-President; 8. Connor Secretary and ‘Treasurer; G. H. 
French, J. H. Berryhill, J. E. Henry, M. Donahue, A. C. Ful- 
ton, Executive Committee. 


Michigan Central.—Mr. A. E. Smith has been appointed 
General Agent at Bay City, Mich. Mr. C. F. Barron has been 
appointed Commercial Ageut at Detroit. The offices of the 
Assistant General Freight Agents at Detrvit and Saginaw will 
be discontinued after January 31. 

Utica, Clinton & Binghamton.—At the annual meeting in 
Utica, N. Y., January 20, the following Board of Directors was 
chosen: O. 8, Williams, John Thorn, Isasc Maynard, Jobn 
E. Elliott, A. W. Mills, Joseph W. Forward, N. W. Parker, 
George B. Phelps, H. Hopson, Robert 8. Williams, D. M. 
Miner, Alex. Holiand, Charles H. Smythe. Inspectors of Elec- 
tion, J. 8. Hanchett, J. M. Browning, J. C. P. Kincaid. Ata 
meeting of the new Board the following were chosen: Presi- 
dent, O. 8. W lliams ; Vice-President, Isuac Maynard ; Secre- 
tary, J. W. Church ; Superintendent, W. H. Schuyler. Exec- 
utive Committee—O. 8S. Williams, Isaac Maynard, A. W. Mills. 
Committee in Charge of Operating Street Railroads—J. E. El- 
liot, Robert 8. Williams, A. W. Mills. The road is leased by 
the New York & Oswego Midland. 

Baltimore & Potomac.—Mr. G. C. Wilkins, the new General 
as, has appointed Mr. H. W. Kapp Trainmaster 
and Mr. H. R. Linthicum, Road Foreman of Engines. 





Norwich & Worcester.—At the annual meeting recently the 
following directors were chosen ; A. F. Smith, John F., Slater, 
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Norwich, Conn.: F. H. Dewey, Geo. W. Gill, Charles W. Smith, 


Edward L. Davis, Worcester, Mass.; Robert Bayard, New York; 
Wm. W. Weld, Charles Merriam, Boston. At a subsequent 
meeting of the directors. A. F. Smith was re-elected President, 
£. 1. Clapp Secretary, and G. L. Perkins, Treasurer. 

Colebrookdale.—At the annual meeting, January 11, the fol- 
lowing directors werechosen : T. L. Bailey, D. B. Boyer, John 
C. Smith, D. T. Brown, T. L. Bell, Wm. A. Church, R. B. Ca- 
been. The Board elected the following officers: President, 
T. L. Bailey ; Secretary, Howard Hancock : Treasurer, Jobn 
Welch. Lhe road is worked by the Phitadelphia & Reading. 

Montreal & Vermont Junction.—At the annual meeting, 
January 13, the following directors were elected: P. H. Moore, 
J. G. Smith, W. C. Smith, Jo. D. Hatch, Jed. P. Clark, F. G. 
Des Rivieres. 

Johnstown & Somerset.—At the annual meeting in Johns- 
town, Pa., January 11, the following officers were elected : 
President, D. J. Morrell: Directors, John H. Snyder, Valentine 
Miller, W. J. Baer, E. A. Vickroy, George W. Osborn, James 
Jooper, John Lowman, David Diebert, James Morley, A. Lam- 
bert, James McMillan, John H. Cunningham. 

Penobscot Bay & River.—At a meeting ot the new board of 
directors recently, Hon. Wm. McGilvery, of Scarsport, Me., 
was chosen President, vice N. G. Hichborn, deceased, and T. 
A. Snow, Winterport, Me., Treasurer. 

Peach Bottom.—At the annual meeting in Peach Bottom, 
Pa., January 11, t ¢ following directors were chosen: John A. 
Alexander, 8. G. Boy’, Samuel Dickey, John Humphreys, Z. 
R. Loucks, A. C. Manifold, Charles R. McConkey, Sanders M.-- 
Cullough, Nathaniel Maver, Robert B. Patterson, Siater B. 
Russe |, Michael Schall, William Wallace. Mr. 8. G. Boyd was 
chosen President; A. C. Manifold, Treasurer; Wm. Wallace, 
Secretary. The only change from last year is the substitu- 
tion of John Humphreys in the board for L. W. Finley. 

!ang ‘scootac Coal, Land & Railway Company.—Capt. Frank 
T. Wilson, Superintendent of the Salisbury & Baltimore Rail- 
roa(l & Coal Company was chosen Manager of this company at 
the annual meeting in Philadelphia, January 12. 

Peoria & Rock Island._The United States Circuit Court 
has appointed Mr. John R. Hilliard, the present General Su- 
perintendent, Receiver. 


Moselem.—At the annual meeting, January 11, the following 
directors were chosen: Nicholas Hunter, Franklin B. Gowen, 
George D. Stitzel, J. R. Bell, William A. Church, John Walker, 
Jr., Wiliam L. McDowell. The board elected Nicholas Hunter, 
President, and Howard Hancock, Secretary. The road is con- 
trolled by tne Philadelphia & Reading. 


Union Steamboat Company.—At the annual meeting in 
Buffalo, N. Y., January 13, 8. L. M. Barlow, George R. 
Blanchard, W. Bullard, Hugh J. Jewett and Henry G. Steb- 
bins were chosen directors. The board elected the following 
officers: President, George R. Blanchard; General Manager, 
Washington Bullard; Treasurer, Wm. P. Shearman; Secre- 
tuy, A. R. McDonough. 

Delaware..— At the annual meeting in Dover, Del., January 
12, the following directors were chosen: §S. M. Felton, Isaac 
Hinckley, A. C. Gray, Chas. Warner, Joseph Bringhurst, Ed- 
ward Bringhurst, Isaac Jump, H. B. Fiddeman, Manlove 
Hayes, Alexander Johnson, William H. Rosa, Albert Curry, J. 
Turpin Moore. The board re-elected 8S. M. Felton President 
and Manlove Hayes Secretary and Treasurer. 

Utah Southern.—The new board of directors has re-elected 
William Jennings, President; L. 8. Hills, Treasurer; George 
Swan Secretary; D. J. Swan Assistant Secretary; Feramorz 
Little, Superintendent. 

Indianapolis & St. Louis.—Mr. Russell Elliot has been ap- 
pointed Auditor in place of A. J. McDowell, who has accepted 
a | o-1tion on the Erie. 

E ie.—Mr. A. J. McDowell, late of the Indianapolis & St. 
Louis, has been appointed Assistant Auditor. 


Sheboygan & Fond du Lac.—At the annual meeting in Fond 
du Lac, Wis., January 20, tue followimg directors were ch: sen: 
J. A. Bentley, Sheboygan, Wis.; Edwin Slade, Glenbeulah, 
Wis.; A. J. Ruggles, E. N. Foster, Fond du Lac, Wis.; 8. M 
Barrett, Cincinnati, O.; Moses Taylor, R. G. Rolston, New 
York. The board re-electedJ. A. Bentley, President and Su- 
erintendent; A. G. Ruggles, Vice-President and Treasurer ; 
Bdwin Slade, Secretary. 

Worcester & Nashua.-—At the annual meeting in Worcester, 
Mass., January 21, the following directore were chosen: Fran- 
cis H. Kinnicut, Stephen Salisbury, Francis H. Dewey, Alex- 
ander H. Bullock, J. E. Smith, Isaac Davis, Worcester, Mass.; 
Jacob Fisher, Lancaster, Mass.; Calvin D. Hill, Thomas Chase, 
Nashua, N.H. The board re-elected F. H. Kiunicut President 
and T. W. Hammond Clerk and Treasurer. 


Mount Sterling.—At a recent meeting the stockholders elect- 
ed the following directors: KE. Shawhan, J. West. J. «. 
Peck, J. Q. Ward, Cynthiana, Ky.; C. J. Glover, J. M. Bent, 
Thomas Turner, Mount Sterling, Ky. The board elected C, J. 
Glover President ; J. Q. Ward, Vice-President ; Frank Fitch, 
Secretary ; William Mitcbell, Treasurer; R. H. Fitch, Chiet 
Engineer. 

New Jersey Midland.—How. H. C. Eastman, of Poughkeep- 
sie, N. Y., has been chosen a director in place ot Dewiit C. 
Littlejohn, resigned. Mr. R. P. Terhune has been appvuinted 
Treasurer in place of Hezekiah Watkins. 

New York, New Haven & Hartford. —Tbe new board of di- 
rectors has re-elected Wm. D. Bishop, President; E. M. Reed, 
Vize-President; J. T. Sheiton, Treasurer. 

Monterey & Salinas Valley.—At the annual meeting, Jan. 11, 
C. 8. Abbott, Wm. Ford, A. Gonzales, David Jacks, Charles 
Laird, Robert McKee, and Wm. Robson were chosen direct- 
ors. The Board elected C. 8. Abbott, President ; Charles 
Laird, Vice-President ; David Jacks, Treasurer ; John Mark- 
ley, Secretary ; J. W. Nesbett, Superintendent. 

Toledo, Peoria & Warsaw.—The United States Circuit 
Crt in Chicago has appointed A. Lawrence Hopkins Re- 
ceiver. Mr. Hopkins was formerly Vice-President of the Illi- 
nois Central. . 

Jersey Shore, Pine Creek & a the annual meeting 
in Coudersport, Pa., Jan. 11, Sobieski Ross, of Coudersport, 
was chuveen President, with the following directors: Charles 
H. Armstrong, Arch. F. Jones, George B. McClellan, Arthur 
G. Olmstead, Jolin 8. Ross, Pierre A. Stebbins. 


‘ ae. Bloomington & Mississippi.—At the annual meect- 
ing in Bloomington, Iil., January 19, the following directors 
were chosen: J. D. Cox, W. B. Corneau, J. 8. Casement, To- 
ledo, O.; James Speare, Lafayette, Ind.; A. Gridley, O. T. 
Reeves, Bloomington, Ill.; W. A. Riggs, Saybrook, Ill.; C. Bo- 
gardus, Paxton, [ll.; C. M. Smith, C. Ridgeley, Springfield, 
Iu.; A. B. Baylis, New York. 

The representatives of the other or town stock party also 
held a meeting at the same time and place and chose another 
board of directors as follows: E. F. Henderson, Towanda, IIl.; 
N. 8. Sunderland, Bloomington, Iil.; N. Dixon, Padua, Ill.; J. 
H. Collier, Gibson, Ill.; W. H. Thompson, Arrowsmith, Il.; 
P. Van Weidner, Elisworth, Ill.; G. Sample, B. Butterfield, W. 
F. Youn: blood, Paxton, fil.; J. B. Henderson, Cheney’s Grove, 
Ill.; A. B. Ferguson, Ford, Ill. This board elected E. ¥. Hen- 
derson President, and Merton Dunlap, Paxton, Ill., Secretary. 

Springfield & Illinois Southeastern.—The purchasers at the 
late foreclosure sale, having taking possession of the road 
have appointed Mr. Charles A. Beecher, late Receiver, General 
Manager and Superintendent. 


Providence, Warren & Bristol.—At the annual meeting in 
Providence, January 25, the following directors were chosen : 
T. P. I. Goddard, Providence, R. 1.; Wm. Goddard, Warwick, 
R. I.; Samuel W. Church, Bristol, K. I.; John H. Clifford, New 
Bedford, Mass. ; Wm. R. Robeson, Henry A. Whitney, F. W. 
Weld, Boston. 

Peoria, Pekin & Jacksonville.—The President, Mr. John 
Allen, will for the present act as Superintendent, in place of 
Mr. J. F. Kelly, resigned. 

Baltimore & Ohio.—The Baltimore City Council in joint 
meeting, January 25, elected the following city directors of 
this company for the ensuing year: Charles H. Nicolai, John 
G. Medinger, Simon J. Kemp, Thomas White. Morris A. 
Thomas, R. T. Banks and John F. Wiley. Mr. Medinger takes 
the place of James Webb, deceased, and Mr. Thomas the place 


of A. Robert May, these being the only changes from the 
present board. 


PERSONAL- 








+Mr. Charles ¥. Hatch has resigned his position as General 
Manager of the Maine Central, but still retains his position 
on the Eastern Railroad. This action is taken in consequence of 
the recent change in the relations of the two companies. 

—Mr. George C. Merchant has resigned his position as Gen- 
eral Freight and Ticket Agent of the Dakota Southern road, 
to accept a position with the [linois Central. 

—Mr. Wm. H. Aspinwall, who died in New York January 18, 
was an old and wealthy merchant of that city, well known for 
his extensive commercial dealings and for his large ownership 
of steamer property. He was one of the chiet promoters ot 
the Panama Railroad, and owned a large interest in it. He 
was also for some years a director of the Ohio & Mississippi 
and the Consolidation Coal Company. 

—Mr. Milton A. Clyde, a member of the great contracting 
firm of Dillon & Clyde, died at his residence in Springfield, 
Mass., January 24, after an illness of several weeks. He had 
been engaged in many important works, his last being the 


fourth Avenue Improvement on the New York & Harlem 
road. 


—Mr. D. Cluster, Secretary of the Indiana North & Souvh 
Railroad Company, and an old and highly esteemed citizen, 
died at his residence in Attica, Ind., January 21. 

—Mr. John R. Wilder has resigned his position as a director 
of the Central Railroad Company of G:orgia. He had been a 
director 28 years. 


—The earnings of the Portland & Ogdensburg Railroad for 
the year ending ® ovember 30 were : 





1874. 1873. Increase. P. c. 

Fernings...... ......... $172,205 90 $144.982 26 $27,223 64 186.8 
MEPORSOS. 0. ccccecccviece 112,554 39 95.907 28 16,647 11 «17.3 
Netearnings...... $59,651 51 $49,074 98 . $10.576 58 21.6 


Earnings per mile, 1874, $2,392; 1873, $2,265; per cent. of ex 
penses, 1874, 65.36; 1873, 66.15. 

—The earnings of the Great Western Railway of Canada for 
the week ending January 1 were: 1875, £16,342; 1874, £21,378; 
decrease, £5,036, or 234% per cent. 

—The earnings of the Grand Trunk Railway for the weeh 
ending January 2 were: 1875, £39,200; 1874, £34,000; increase, 
£5,200, or 1544 per cent. 

—San Francisco wheat shipments for the first half of the 
crop year were 273,995 tons of wheat; flour shipments, 209,400 
barrels. Reducing flour to wheat, the shipments were: 1874, 
305.415 tons; 1873, 283,370; increase, 22,045 tons, or 7 13-16 pei 
cent. 

—The earnings of the Houston & Texas Central Railroad for 
1874 were: 

Earnings ($6,233 per mile)..........00seeeee eee 


sees ee $3,166,368 27 
Expenses (59.93 per cent.) 


1 897.614 01 


eee eee eee ee ere eee, 





Net earnings ($2,498 per mile)..........s.ee-eeeee $1,268,754 26 
—The earnings of the St. Louis & Southeastern Railway foi 
December were: 1874, $102,912; 1873, $96,342; increase, $6,570 
or 6% per cent. For the year ending December 31, the ea: ning» 
were: 1874, $1,258,754: 1873, $1,294,498; decrease, $35.744, 01 
284 per cent. Earnings per mile, 1874, $3,607; 1873, $3,709. 

—The coal traffic of the Geneva, Ithaca & Athens Railroad 
for the three months ending December 31 was: anthracite, 
47,580 tons; bituminous, 19,346; total, 66,966 tons. 

—The earnings of the Denver & Rio Grande Railway (main 
line) for the second week in January were: 1875, $4.131; 1874, 
$5,427; decrease, $1,296, or 23.9 per cent. Traffic was seriously 
impeded by severe weather and the blockade of Eastern con 
nectiog lines. 

—The earnings of the Springfield, Athol & Northeastern 


Railroad for the year ending September 30, 1874, were as fol- 
lows: 








Farnings ($1,809 per mile)..........ccccescesceceeee os seeees $86,837 
Expenses (66.21 per Cent.)........ceeeee cereceeseeseeseeercees 57,491 
Net earnings ($611 per mile).......... eee eeeeeereceeeees $29,846 


--The grain movement is extremely light. The Westeru 
receiving cities received during the week ending Jan. 16 
75.980 barrels of flour and 1,611,271 bushels of grain of all 
kinds in 1875 against 123.518 barrels of flour and 2,007,412 
bushels of grain of all kinds in 1874, a decrease of 38 per cent. 
in flour and 19% per cent. in grain. There is a gain in corn, 
(16 per cent.), of which the market is comparatively bare, bu 
the falling off in wheat is enormous—no less than 63 per cent. 
For the crop year, from Aug. 1 to Jan. 16, the receipts at these 
places were 2,796,823 barrels of flour and 75,573,2 7 bushel of 
grain of all kinds in 1874-75, against 3,032,447 barrels of flour 
and 96,643,886 bushels of grain the previous year—a decrease 
of 7 per cent. in flour and nearly 22 per cent. in grain, 

—The crude petroleum receipts at Pittsburgh from Jan. 1 to 
Jan. 16 were 24,103 barrels in 1875 against 54,846 in 1874. The 
shipments of refined were 8,162 barrels in 1875 against 12,434 
in 1874. 


—The petroleum exports from Jan. 1 to Jan, 16 were 8,565,~ 
586 gallons in 1875 against 10,775,598 in 1874 and 4,079,830 in 
1873. 


—The number of hogs packed in the Northwest from Nov. 
1 to Jan. 16 was 4,458,258 in 1874-75 against 4,647,737 in 1873-74 
and 4,288,868 in 1872-73. The average net weight of the 
animals is reported to be about 10 per cent. less this year 
than last. 


—Receipts of crude oil at Pittsburgh for the week ending 
January 23 were 3,989 barrels. Shipments of refined oil east- 
“ward were 2,229 barrels. Both receipts and shipments show a 
heavy falling off from the previous week. 


—The earnings of the Philadelphia & Erie road for the year 
ending December 31 were : 





1874. 1873. Increase. erry 7. 
Earpings..... $3,506,919 $3,842 067 Si... . ss 335, \ 
Expenses .... 2,438,133 3,412,311 = aanoee 975,178 28.9 
Net earnings . $1,068,786 $4.8,756 $640,030 —s sa ee 149.3 


Earnings per mile, 1874, $12,177 ; 1873, $13,340. Per cent. of 
expenses, 1874, 69.52; 1873, 88.84. 








—The earnings of the Jeffersonville, Madison & Indianapolis 
road for the year 1874 were as follows : 


Earnings ($5,958 per mile) 


Coececercccesecsence 06 ceeces $1,346 492 £3 
Wapenses (61.71 Pek COM). cccccccccccscvcccesccccccccces 830,943 £0 
Net earnings ($2,281 per mile)..........cceeeeeeseees $515,518 73 
Dividends, interest and sinking fund... ............ 497,655 00 
ID 000:0:0:0:0:060:00500000006 0000000600000000 000008 $17,893 73 


The road is leased by the Pennsylvania Company. 


—The earnings of the Providence, Warren & Bristol Railrosd 
for the year ending September 80, 1874, were $111,219.10, cr 
$8,238 per mile, a decrease from the previous year of $2,287.66, 
or 2 per cent. 

—The number of freight cars passing through Indianapolis 
during the week ending January 23 was: 1875, 10,865 ; 1874, 
12,985 ; decrease, 2,120, or 164% per cent. 


RAI LROAD LAW. 





Rights of Holders of Preferred Stock against Holders 
of Bonds Issued Subsequent to the Stock. 

The following cage (No. 160) came on in the United States 
Supreme Court January 16: St. John agt. Erie Railway Com- 

any —Error to the Circuit Court for the Southera District ef 

ew York.—St. John, a citizen of Alabama, owner of 300 shares 
of preferred stock of the Erie Company, filed this bill for him- 
self and others, to obtain a judgment us to the rights of pre- 
ferred stockhulders which should protect them against the 
wrongful acts of the company. The main question to be de- 
cided is whether the preferred stockholdera of the company 
have a right to receise a dividend next after the payment of 
certain rents °nd the interest on certain mortgage bonds, 
which rents and interest arise under leases and mortgages of 
earlier date than the issue of the preferred stock. The de- 
cision of that question of law will determine the principal 
issucs presented by the case, whether before paying a seven 
per cent. dividend tu the owners of $8,536,910 of prefe:red 
stock of the company, it is authorized to pay either imuoerest, 
on $5,000,000 sterling bonds, or reuts under leases of roads or 
property, which leases and bonds are several years subsequent 
in date to the issue of the preferred stock. ‘Ihe earnings of 
the company, it 1s urved, were not adequate to mske the thre 
classes of payments, but were adequate to pay the dividends ; 
but the earnings are used to pay interest and the rents. The 
appellants claim that tne preferred stockholders have a right 
to dividends next after the payment of the old mortgage inter- 
est, and the rent under leases existing when the preferred 
stock was issued, The respondent denies this right and in- 
sists they have no rights beyond those of general stockhold- 
ere, except to have a dividend of seven per cent. before any 
dividends are paid to the general stockholders. 

The appellants contend that no bonds, rents, or other debts, 
(except for appropiate expenses of repairing and operating 
the road as it existed after the date of the preferred stock) , 
can be put in between the bonds and rents (existing when the 
preferred stock was issued), and such preferred stock, at least 
with auy such effect as to create a prior claim to that of +uch 
stockholders wpon the net earnings. The company contends 
that such and as many bonds, rents, and debts as it chooses 
to issue or agree to, may be brought in next after the old 
debts, and may be given a priority of claim upon net earnings 
to the rights of preferred stochbolders. On the trial below 
t) e decree was adverse to these views of the preferred stock- 
holders and in favor of the company, and the questions are 
now betore this court for review. D. B. Eaton for appellants, 
W. W. MacFarland for appelices. 

On the 25th, the court announced its decision, holding that 
the holders of preferred stock under the arrangement of 1862 
bave no preterence over bona fide creditors of the company 
who have become go since the arrangement, and have no right 
to ingist on a dividend unless there is a surplus affirmed. 


THE SCRAP HEAP. 
Louisville Bridge & Iron Oo. 


In our issue of January 2 a statement was made that the 
contract for the iron work for the new government building 
at St. Louis was made to the St. Louis Bridge & Lron Co. In 
this St. Lowis was a misprint for Louisville. There is no 
St. Louis company of that name, so far as we know; but the 
Louisville company is very widely known, 


The Troy Steel Works. 


The heaviest week’s work in the production of Bessemcr 
steel was done at the works of John A. Griswold & Co., at 
Troy, N. Y., in the week ending January 2. In that week the 
blast was put on the cupola Monday evening and wo:k con- 
tinued till Saturday evening, five day and five night turner. 
During th.t time 232 heats were run and 1,140 tons 1.252 
pounds of ingots made. Inthe same time the blooming mill 
rolied 246 heats. During the week ending January 9, 225 
heats were run, making 1,101 gross tons of ingots. On Thurs- 
day of that week 55 heats, making 271 tons 896 pounds of ip- 
gots, were run during the 24 hours. 


Railroad Manufactures. 

The Passaic Rolling Millat Paterson, N. J., ia, running full 
time and employs about 350 men. A new rotary squeezer has 
been added to the mill and a new converting furnace is being 
built. 

The Cummirgs Car Works at West Bergen, N. J., have been 
turning out a number of passenger coaches for the New Jersey 
& New York road. The cars are built for standard gauge, but 
are mounted on trucks of six-feet gauge. 

The American Sheet & Boiler Plate Company is making ex- 
tensive repairs in its milis at Newburg, U., and will start up 
again in a few weeks. 

Wick, Ridgway & Co., of Youngstown, O., are running their 
rail mill and paying puddilers the old rates, so that they are 
not affected by the strik.. 

The North Chieago Rolling Mills have resumed work after a 
stoppage of two wecks for eee. and are running tull time. 

Vhe Indianapolis Rolling Mill is turning out a lot of rails for 
the Indianapolis, Peru & Chicago. 

British Rail Exports. 

The Board of ‘rade report shows that exports of railrcad 
iron of all sorts from Great Britain for the month of December 
were 29,096 in 1874, against 49,550 in 1873 and 65,938 in 1877. 
For thie ra the exports were 782,437 tons in 1874, 785,014 in 
1873, avd 945,420 in 1872. 

The exports to the United States in December were 1,021 
tons in 1474, against 7,747 in 1873 and 31,686 in 1872. For the 
year the exports to the United States were: 1874, 94,466 tons; 
1873, 186,300; 1872, 467,304. The value of the exports to the 
United States in 1874 is reported at £1,289,460, being all or 
nearly all steel rails. We took in 1872 very nearly one-hait of 
the British rail exports (48% per cent.), in 1873 23% per cent., 
and in 3874 only about 12 per cent. 


The Pig Iron Manufacturers. 

The Secretary of the American Iron & Steel Association 
announces that the required two-thirds of the furnace owners 
to whom it was submitted have not approved the agreement 
to reduce production iv 1875 which was adopted at the meet- 
ing held in December, 1874. In fact, less than one-third have 
signed. The agreement having thus failed is, of course, not 
binding upon those who have signed it. 
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Editorial iia 





Addreases.—- Business tellers shoul be addressed and drafts 
made payarle lo THe RALLRLAD GazerrE. Communications 
for the attention of the Editors showd be addressed Korror 
RalLavad GAZETTE, 


Contribations.—Subseribers and others will materuilly as- 
sist us in making our news aceurale and ag tog J they wili 
send us early information of events which lake place under 
their observation, such as changes in railroad fuara, organi- 
rations and changes of companies, the letting, progress and 
completion of contracis for new works or important improve- 
meils of old ones, erperiments in the construction of roads 
and machinery and in their management, particulars as to 
the business of railroads, and suagestions as to ils improve- 
ment. Discussions of subjects pertaining to ALL DEPARTMENTS 
of railroad business by men practically acquainted with them 
are especially desired, Officers will oblige us by forwarding 
owt ary copies of notices of meetings, elections, appointinents, 

mpi Om annual reports, sume notice of all of which will 
teou ished, 








Advertisements.— We wish it distinelly understood thal we 
will eiderlain no proposcion to publish anything in this jour- 
nal for pai, EXCEPT IN THE ADVERTISING COLUMNS. We give 
in our editorial columns our own opinions, and those only, 
and in our news columns present only such matter as we con- 
sider interesting and important to our readers. Those who 
wish to recommend their inventions, machinery, supplies, 
financial schemes, ete., lo our readers can du so fully in our 
advertising columns, but it is useless to ask us to recommend 
them editorially, either for money or in consideration of adver- 
tising patronage, 





THE RAILROAD BUREAU. 








The organization begun at Saratoga last August at the 
suggestion of managers of Eastern trunk lines seems to 
find the greatest opposition, or at least the greatest diffi- 
culty in carrying out its policy, in the West. This, 
probably, was not expected; for usually it has been com- 
paratively easier to establish and maintain uniform and 
satistuctory rates from the West eastward tham from the 
East westward; and the Western lines make the eastward 
rates. Nearly every year, and often for half the year, 
westward rates are very low and irregular; and Western 
companies are always complaining of their losses on west- 
ward shipments, the rates on which they cannot control. 
The Eastern lines seemed to be those which most needed 
bit and bridle, and the Western ones those which would 
be most willing to submit to them. Still, since the Sara- 
toga agreement, the Eastern contracting powers seem to 
have got al:ng pretty harmoniously. They have kept the 
rates very low most of the time, but that was chiefly be- 
cause traffic would not move at higher rates; and the 
rates agreed upon seem to have been maintained quite 
satisfactorily. In the West, however, the Saratoga agree- 
ment was never accepted by a great many companies, 
though most of these were willing to accept its provisions 
for establishing rates, it being merely a substitution of 
one set of men for another for doing this work, and 
the new Bureau being composed of remarkably 
fair-minded, unprejudiced men. Still, we now 
find irregularities in rates practiced by companies both 
in and out of the combination, and freight rates eastward 
demoralized very much as westward rates frequently are 
in the summer. The railroads are carrying at unprofituble 
rates, they are quarreling with each other, they disown the 
Bureau, and the Saratoga agreement seems less likely than 
ever to secure the adhesion of the companies generally 
and a harmonious and fixed policy, such as is desirable 
at all times, and in these days of scanty earnings is so 
especially. A Chicago meeting of the Western Commis- 
sioners got little attention from the companies; a Cleve- 
land meeting not much more; and now on Wedne day 
next a convention is to be held in New York, where we 
suppose it is possible that there will be a reorganization, 
and possibly a disorganization. 

The lack of success in the West has not been so un- 
accountable as it may have seemed. The railroad com- 
panies there may have appeared more inclined than else- 
where to maintain rates and keep the peace ; but this dis- 
position, we fear, cannot be imputed to any peculiar 








virtues of the Western companies, but rather to their 
peculiar circumstances. They have usually had a good 
business at good rates. There are three or four car-loads 
eastward to one westward, and heretofore usually this traffic 
has grown rapidly and almost without interruption. Rates 
almost regulate themselves under such circumstances, and 
we have yet to hear of the company which prefers to have 
low rates when it has all it can do at high ones. But 
these favorable circumstances have suddenly changed. 
he traffic eastward is no longer sufficient to keep busy the 
rolling stock on hand. ‘The different companies find that 
»usiners does not come to them plentifully, and conse- 
quently they struggle with each other for it. In their 
struggles they ar: very apt to underbid each other, and 
then every agent feels at liberty to engage his company in 
. losing business for an indefinite period. In fact, the 
West is in very much the same condition as is common to 
the East: there is great competition for freight, and each 
company reckons itself fortunate to get something away 
from another. 

Now, when this condition of things exists -when there 
is not nearly traflic enough ‘o load all the cars—there is 
greater difficulty in the West than in the East in enforc- 
ing uniform tariffs und regulations, because there are a 
sreat Many more companies there to harmonize. They 
have in their favor the fact that they are accustomed to 
maintain rates; but bad habits are easy to learn, and 
when ten companies with 20,000 empty cars compete 
for 10,000 car-loads of freight, some one is very 
likely to ‘*make concessions,” if he can’t get a ship- 
ment otherwise. It is true that taen more than ever the 
companies need full prices for their work, but the excess of 
the supply of transportation over the demand has for its 
uatural effect to reduce rates, wherever competition is per- 
fectly free, without regard to the cost of that transporta- 
tion. 

It is, however, false policy to reduce prices in that way. 
Reductions which increase the amount of traffic may be 
perfectly justifiable; but railroad men ought not to need 
to be told thata great many reductions are made which 
ave no such effect. This was the case with the immi- 
grant rates of the past year, which when reduced one half 
did not prevent a decrzase of nearly one-half in the immi- 
grant traflic; and doubtless westward shipments from At- 
lantic cities in the United States would not be much 
incre sed by any possible reduction of rates—nor very much 
decreased if rates were doubled. With eastward ship- 
ments it is different. Ifthe railroads will carry at a rate 
considerably below cost they can get all the immense 
traffic which now goes by lake and canal; and if they will 
inaintain such unprofitable rates for a series of years they 
will largely increase production. But any temporary re- 
duction, however low, can do nothing more than add to 
the bulk of the rail shipments by taking something 
from the lake and canal boats. Tbis, how- 
sver, makes little difference with the railroad agent. He 
regards, not railroad traffic as a whole, but his company’s 
share of it. Given fifty cars to fill, he sees that if he can 
fill them all at $70 per car his company will do bette1 
than if he filled only thirty of them at the regular rate of 
$100 per car, and so he is much inclined to divert a ship- 
ment from a competing line by offering the lower rate. 
Unfortunately for his company, two can play at that game, 
and, indeed, if one begins it every company is sure to 
take a hand, and the result is that the entire traffic which 
might have been had at the higher rate is all carried for 
the lower one, and every company gets just about the 
same proportion of the traffic as it would have at a higher 
rate. The companies are like the monkeys of which we 
read that each, when his dinner was on his plate before 
him, left it to steal something from his neighbor. Each 
got part of his neighbor’s dinner, but each lost part of his 
own, and no one was the better for his thieving. The 
railroad companies, however, are so much worse than the 
monkeys that they spoil their dinners in the stealing oi 
them, and so get no larger but much worse ones by their 
struggles with each other. 

Aside from these difficulties, which arise from the num- 
ber and eagerness of the competitors for business and the 
disinclination of so large a body with so varied interests 
to come to a binding agreement, there is tne further ob- 
jection that companies may have to a contract of the 
kind under which the Western Bureau acts. This objec- 
tion may very well be aimad at its form, which, if report- 
ed correctly, is sufficiently clumsy and indefinite, though 
these defects may be of less moment in a contract not 
meant to be enforced by law; but they may also extend to 
the essence of the contract, which, as we understand it, 
consists chiefly of these three things: 

1, That through rates shall always be the same by all 
routes. 

2. That these rates shall be made by a Bureau of Com- 
missioners, chosen by the associated companies, but in- 
dependent of each one. 

3. That these Commissioners shall have power to exer- 
cise authority over a class of all companies’ servants, by 
dismissing or otherwise punishing them for violations oi 
the contract. 


Oppsition is likely to be manifested most frequently to 
the last clause, and least frequently to the first. Com- 
panies are likely to be loth to give any outside party, 
even when they have a voice in choosing it, the least 
authority over any of its servants. This seems to them a 
personal matter which they do not care to reason about. 
With regard to the making of rates, we presume that 
the assignment of such a duty to the Bureau has not been 
objectionable to many of those companies which unite in 
making rates, as most companies do and must. The char- 
acter of the commissioners chosen has secured general con- 
fidence in their ability and fairness, and the work can 
probably be done better by a little committee of all the 
companies - which this Bureau is intended to be—than by 
a convention composed of delegates from each. 

But, after all, it is the first thing mentioned—the abso- 
lute adherence of all compunies to a fixed and uniform 
rate—which is the most serious obstacle to the success of 
the Saratoga agreement. 

Under the title ‘-A Phase of Competition,” on page 424 

of our last volume, (the number for October 31, 1874), we 
attempted to show how it is that certain routes with ex- 
ceptional disadvantages (such as greater length or liability 
to blockade), really cannot afford to maintain rates as low 
as those of the shortest and best routes. It costs them 
more to do the work, it is true, but the goods they have to 
sell are of an inferior quality, and they cannot ex- 
pect people to pay as much for them as for a bet- 
ter article of transportation. We may compare the 
the short and the long line to two coal companies, one 
owning a mine of excellent coal, which can be mined for 
two dollars a ton, while the other’s inferior coal costs 
three dollars a ton tomine. Now if the two companies 
agree to charge a uniform rate of five dollars a ton for 
their coal, evidently the one with the good coal will do all 
the business, and the other will sell no coal and make no 
profit. The latter will rather sell its coal for four dollars 
a ton, and so make a profit of a dollar, even though this 
profit be a very unsatisfactory one. It would very much 
prefer that its rival should charge six dollars a ton, so 
that it might sell at five; butit is essential to it that its 
price should be lower than its neighbor’s. With the rail- 
road company there is this difference that the inferiority 
of the route is rarely conceded, and the ostensible rate of 
the poor route is almost always the same as that of the best; 
but 1t gets traffic by making concessions on its regular 
rates, which frequently result in a reduction of the 
“standard” rate. As we showed in the article referred to, 
& company with an inferior line, in order to 
make a profit of $30,000, may divert «a busi- 
ness which would have been better done on the best 
route at so much less cost that it would have paid $150,- 
J00 profit; and the effect of the reductions compelled by 
the inferior route in its struggle to make this profit of 
$30,000 may be a loss on the total competitive traftic of 
$770,000. The short route or routes could have done all 
the work at the prices actually paid by the community, 
have paid the inferior line the $30,000 for the profit it 
could have made, and at the same time made a profit of 
four times that amount for themselves. Evidently the in- 
ferior line will not be doing its duty by its shareholders 
if it gives up the $30,0U0 of profit without an equivalent, 
and evidently if it always charges as much as the bast 
lines it will get little or no business and make no profit. 
We concluded that such lines would be ualikely to keap 
an agreement for uniform ra es, unless its competitors 
would grant it som3 privileges in return, or be able to 
injure it if it refused. 

Commenting on the article abuve referred to, a promi- 
nent railroad manager of great experience, and inclined to 
Jo full justice to the community and competing roads as 
well as to his owa line, wrote to us as follows: 

“IT read with interest ‘A Phase of Competition’ in the 
Gazelte ot October 31. 

“The business for which roads compete is now so large as 
compared with that for which there is no competition that 
this question has become very important, and on the proper 
soiution of the problem depends the future value of many of 
the roads. 

“Both at Saratoga and elsewhere, during the summer, I 
have urged combination as being, to my mind, the only prac- 
ticable solution—a combination under which the net profits of 
the competing business shall be divided in an equitable, or if 
not that, im some agreed manner. Withou! some such divis- 
ion I think any arrangement will be short-lived, and indeed, 
many who were parties to the present agreement looked upon 
it as merely preparatory to something more radical. 

‘The reason for this belief is, that I cannot conceive how 
one line can have a very large prepondsraace of business 
against its competitors at sustained rates. If, in practical 

yperation under sustained rates, one line does in 
fact get such preponderance, the other roads 
will be obliged to withdraw from the arrangement; and if any 
arrangements are really made in good faith with a view to a 
‘air division of the business, then what objection can there be 
10 an agreed division of the protits? On account of the inter- 
iacing of the roads this problem will be difficult to solve, but I 
think it is practicable if the Grand Trunk, New York Central, 
Erie, Pennsylvania and Baltimore & Ohio would all agree to it, 





it not as to the who1e of the competing business, certainly as 
to a very large portion of it. Oi course whem there is such a 
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combination as this, the rates should be made reasonable. As 
it is now, most of the through rates are very unreasonable — 
unreasonab.y Jow—jeaving uvon the local business more than 
its fair proportion of the burden of sustaining the roads.” 

Doubtless the greatest obstacle to an arrangement of 
this kind is the public fear of a combination which, how- 
ever much it might reduce the actual cost of transporta- 
tion (as it might do considerably), would render the busi- 
ness less subject to competition. But this letter in its last 
clause also well states the public injury resulting from 
the present practice : it leaves ‘‘ upon the local business 
more than its fair proportion of the burdens of sustaining 
the roads.” 

But to make a contract on the principle of guaranteeing 
the different roads their fair proportion of the traffic would 
be a most difficult task, and to make one which should 
appear just to all the competitors would be nearly impos- 
sible. Andeven if that were done, the difficulties will not 
be surmounted until there is an end to railroad construc- 
tion. Everything may be settled satisfactorily for all the 
lines between New Yorkand Chicago, when some fine day 
a new route by way of Knoxville or Mackinaw enters the 
field. Shall it be allowed a share of the profits, based on 
the bare fact of its existence? That would be equivalent 
to a standing offer of a yearly subsidy for every new com- 
petitor that may enter the field. And if it is recognized as 
entitled to a share, what shall that share be? No one 
can tell how much it can get until it has tried; and the 
new line will not hesitate to carry for less than cost in 
order to make itself known, get popular favor, and attract 
the established customers of the older lines. This isa 
common practice now, and it would be none the less so, 
doubtless, if profits were divided in definite proportions 
without regard to the actual amounts carried. 

Indeed, the complications are such that it is very diffi- 
cult to see how such a combination could be effected; and 
yet, there can be no doubt that one might be made 
that, if maintained, would reduce the first cost of 
transportation and make it possible to secure larger 
profits at lower average rates; and it is quite certain that 
when an insufficient profit is made on through traffic, the 
local traffic, when possible, has to make up for it. As 
things are, both the railroads and the community suffer. 
Just now the railroads are suffering to an unusual extent, 
and they are unusually anxious to prevent a waste of their 
resources. But exactly these circumstances make them 
unusually eager in competition and unusually obstinate in 
claiming all of what they imagine to be their special rights 
and privileges. If the meeting next Wednesday succeeds 
in settling the difficulties and causing harmony, it will do 
a good work; but we think that is more than can reason- 
ably be expected. The subject is not one to be deter- 
mined in a day or without much thought and negotiation. 
If a fair beginning is made, that will be a great deal. The 
chief trouble with the original Saratoga agreement seems 
to have been that it was not sufficiently discussed and un- 
derstood before an effort was made to control transporta- 
tion under it. We cannot settle problems so great und so 
complicated on the spur of tne moment by inspiration, and 
it is best not to try. 


The Grangers and the Railroad Law in Minnesota. 


At a late meeting of the State Grange of Minnesota, the 
Master made a speech in which he complained that under 
the Minnesota railroad law enacted a year ago, which 
empowers a Board of Commissioners to fix rates on the 
railroads of the State, rates had been made higher than 
before in some cases, and he complained therefor of the 
Commissioners, one of whom, he said, should have been a 
farmer. ‘Thereupon the State Grange passed the following 
resolution : 


Resolved, That the present State law tor the regulation of 
railroaus is expensive and useless to the people and vexatious 
to the roads, and we demand its repeal, aud in the name of 
20,000 voters we demand the passage of a law that shalt guar- 
antee cheap transportation for the productions of the farm, 
especially wheat. 


Subsequently, at a meeting of the County Council of 
the Grange of Dodge County, Gen. A. J. Edgerton, a 
member of the present Board of Commissioners and sole 
Commissioner previously, made a speech in answer to 
these charges which we would like to print in full as an 
example of the method in which the enactment of grossly 
unjust measures is openly boasted of, as it were, as giving 
a claim for the approbation of the people of a State. 

Mr. Edgerton asserted that in no case had the Commis- 
sioners increased rates. The law required equal rates for 
equal distances on all parts of the same road, and in the 
case of the St. Paul & Pacific, whose section between St. 
Paul and Minneapolis has a large loeal traffic, the Com- 
missioners could not make a rate low enough for that 
section without making it much too low for the western 
half of the road toward Breckenridge. ‘The evidence ot 
citizens on the west end of the line showed that often 
there were only two or three passengers per train on the 
West fifty miles of the road. So the Commissioners al- 
lowed the old rate of five cents per mile to stand, and the 
company advanced its charge between St. Paul and Min- 
neapolis io that rate.” This company, by the way, has 
never earned the interest on its bonds since its road was 
completed. 


Mr. Edgerton then proceeded to describe the action of 
the Commissioners with regard to the Winona & St. Peter 
Railroad, on which Dodge County is situated. Here, he 
said, they had reduced the fares from five to four per 
cent., and the freight rates on an average about 10 per 
cent., though as no account was taken of competitive 
points, some rates to these points might have been made 
higher. He showed that these reductions would proba- 
bly reduce the company’s gross receipts by about $81,000, 
and would save the people on the shipments at the single 
station of Kasson $6,769; and, as it might be objected 
that this reduction was not great enough, Mr. Edgerton 
further actually took pains to show that at the Commis- 
sioners’ rates the working expenses of the road would 
probably be greater than its total earnings by $30,762! 
‘** Now let me ask any reasonable man,” says he, ‘if he 
would advise any greater reduction on this road till the 
results of a few months would demonstrate its possibili- 
ty ?” We should hardly think this a question for rea- 
sonable men either to make or hear. The net earnings of 
the road in question during the last year reported (and 
reported by Mr. Edgerton himself) were less than $172 
per mile, or only 7-10 of one per cent. on the Commis- 
sioners’ own estimate of its cost—an estimate made for 
the purpose of showing that the roads were reported by 
their owners at too high a cost. On the actual cost to the 
company, the net earnings were less than one-half of one 
per cent. 

Now here we have a State officer, whose business for 
years has been the collection of information concerning 
the railroads of the State, who knows and declares that a 
certain railroad has earned, at his own estimate of its cost, 
only one-fifteenth of the ordinary rate of interest paid in 
his State, who yet has adopted a rate for it which will take 
away even this miserable income, and who then defends 
himself before hig fellow-citizens, not for making the rates 
so low, a8 one might suppose, but for not making them 
lower! Wedo not know what to be most amazed at: 
that there should be an official who does such things; 
that there should be one who confesses them; or that 
there should be a people to whom sucha defence can 
be acceptable. ‘‘ You are not a faithful servant,” says a 
citizen. ‘‘I am a faithful servant,” says the Commissioner. 
‘‘T found this railroad which you use earning next to 
nothing; I reduced its rates so that it will earn less than 
nothing. It is a property which the owners say cost more 
than ten millions, but which I imagine did not cost much 
more than seven millions. Its owvers made $50,000 out 
of it last year; I have reduced its charges so that it will 
lose $30,000 this year. I am a taithful servant.” We 
should have hoped that the people addressed were not to 
be taken by such an appeal; but we find that aiter the 
speech the ‘‘County Council” adopted a resolution ‘*‘ that 
we have confidence in the ability and fidelity of the Rail- 
road Commissioners.” 

It does not seem possible that there should be a civil- 
ized community where, as here, people should demand 
that the owners of railroads which have cost scores of 
millions of dollars should do their work for nothing—abso- 
lutely for nothing; and we would be justified in believing 
such people destitute of moral sense, if we did not 
know how hard it is for people to appreciate rights of 
property of which neither they nor any of their neighbors 
have any experience. 








Chicago Stock Traffic. 


The annual report of the Union Stock Yards and Transit 
Company, of Chicago, gives the following account of the busi- 
ness of the city in that line. 

The receipts were: 


1874. 1873. Inc, or Dec, P.c 
CRS. ccvcccccccces coos 843 966 761,4.8 Inc. 82,5.8 il 
ERD ccccsccerce sooved 4,258,878 4,337,750 Dec, $1,871 2 
BOOP. .cccces-cccccccce 338,655 291,734 luc. 46,927 16 
SRRSROR. 0000000.000s. s000 17,588 2u,218 Dec, 2,630 13 


The receipts and shipments in 1874 by the different routes 
were, in car loads, without reference to the kind of stock: 








Receipts. Shipments. 

Chicago & Northwestern. . ee ee . - 15,630 501 
Chicago, Milwaukee & St. Paul... bee abeee sane 1,912 386 
Chicago, Buciington & Quincy........+++.. 44,785 470 
Chicago, Rock Island & Pacific............. 21,891 922 
Chicago & A toOD......cccccesces coccceceees 14,397 656 
Illinois C mtral......  ws00 weve secccceccces 17,488 623 
Chicago, Da:.ville & Vimcennes .. ... -- 1,610 120 
Pittsburgb, Cincinnati & St. Louis .. 686 68 
Pitt-bur,h, Fort Wayne & — oe 383 15,921 
Ba timore, Pi tsburgh & Chicago.. 13 baled 
Lake Shore & a Southern . -- 1,061 22,737 
Michigan Central.. 2600s. ecccce Oe 17,299 

Total car-loadB..........seecseceeeees 120,337 59,703 


Here the railroads are arranged in regular order, beginning 
on Lake Michigan north of Chicago and turning the circle 
south and eastward. 

It will be noted that nearly all the arrivals are from the 
quadrant from a radius extending due west to one extending 
due south of Chicago—from the southwest quadrant. The 
Chicago & Nortiwestern’s Omaha line is the northernmost of 
the lines, and its chief stock traffic is from this line. The 
Chicago, Burlington & Quincy, the Chicago, Rock Island & 
Pacific, the Chicago & Alton carry Texas cattle arriving from 
Kansas, and are also the chief stock carriers fiom Lilinois, 
Iowa and Missouri. Of the entire receipts, nearly three- 
eighths came by the Burlington road, the Rock Island carry- 
ing 18 per cent., the Lilinois Central 144% per cent., the North- 
western 13 per cent., and the Chicago & Alton 12 per cent., 
leaving but 5 per cent. fur all the other roads. The roads to 








the east, naturally, carry next to nothing to Chicago. On the 
other hand they take nearly all the shipments, the Fort Wayne, 
the Lake Shore and the Michigan Central roads carrying 
nearly 94 per cent. of the whole, the Lake Shore leading with 
38 per cent., while the Michigan Central has 29 per cent. and 
the Fort Wayne 26%, per cent. The latter has a favorable 
rouie for the Pittsburgh, Philadelphia, Baltimore and Wash- 
ington markets, and for the city of New York; but the other 
two, while sharing the New York city trade, give the best out- 
lets to the other cities of New York and to all New England. 

The stock traffic east of Chicago is almost entirely a domes- 
tic traffic, exc:pt that a considerable number of hogs are car- 
ried to Eastern cities to be packed for export. Its extent and 
direction, therefore, depends chiefly upon the population and 
demand of te various cities, and it canvot be diverted like 
grain by the opening of channels to new seaports. The ani- 
mals consumed in Philadelphia, New York and Boston will not 
he diverted to Baltimore or Montreal by any possible im- 
provement of routes. The traffic west ot Chicago is not so 
fixed, but like most of that traffic it origiuates on the ground, 
and can only chouse between routes to reach the East. It can 
easily, however, change route, at least a large part of it can, 
and St. Louis within two years has become fitted to take a 
larger share than before of this traffic, and a share which has 
usually gone chiefly to Chicago. The completion of the bridge 
is perhaps even more advantageous in this respect than the 
extension of direct lines to Texas. These improvements, 
however, affect the traflic in horned cattle chiefly. 

The following table gives the number of each kind of cattle 
received and shipped at Chicago by the principal routes: 








RECEIPTS. 
Cattie. Hogs. Sheep. Horses. 
Chicago & Northwestern «. 94,471 607,021 75.095 4,276 
Chicago, Milwaukee & St. Paul. 12,947 36 988 44,239 7163 
Chicago, Burlington & Quincy.328.560 1,511,859 94,126 6 484 
Chicago, Rock Island & Pac.tic, 129,546 870,565 34,9 0 2.229 
Chicayo & Alton........ ..... 143,66 358,808 15,027 939 
EL.inois Comtial..oce- seccccess 94,180 719,631 39,825 2,427 
“hicago, Danville & Vincennes, 9 361 6 |,246 5,631 49 
Pittaburzh, Cincinnati & 8t. L. 4,319 20,716 6,421 22 
All Other TOUtGS. ...0cccccceccs 26,956 72 674 23,461 399 
Total receipts .............843,966 4,258,379 338,655 17,588 
SHIP MENTS. 

Pittsburgh, Fort Wayne & 

Chicago.. 194.351 432,504 47,641 2,694 
Lake Shore & M. ‘chigau South. _ 092 1,060,689 25,8.0 8,873 
Micui;an Central........... 56,370 80r,237 94,465 3,79 
All other routes.............+. ret 28 BAL 12,609 1,313 

Total shipments.......... 622,928 2,330,361 180,555 16,608 


This will indicate the regions wbere the different kinds of 
stock are chiefly raised for market. However, considered as 
articles of traffic, sheep and horses are almost insiynificans, 
Che former are not only not very great in numbers, but they 
require very little room in a car. 

The Chicago, Burlington & Quincy leads in every item, 
among the routes carrying to Chicago. By it were received 
39 per cent. of the cattle, 354% per cent. of the hogs, 28 per 
cent. of the sheep, and 37 per cent. of the horses. The Rock 
Island, which is next to it in car-loads received, is second iu 
hogs, but third in cattle, having carried 20 per cent. of the 
former and 15 per eent. ot the latter, The Illinois Central, 
third in the number of car-loads, is fitth in the number of 
cattle and third in hogs, and carried a trifle more than 11 per 
cent. of the former and 17 per cent. of the latter. The 
Chicago & Northwestern, the next in the number of car-loads, 
is fourth in cattle and hogs, but second in sheep and 
torses, the colder climate of most of its lines not ex- 
cluding the production of the last two to such an ex- 
tent as the first two. The Chicago, Milwaukee & St. Paul, 
for instance, with all its lines pretty well to the north, 
is third in sheep receipts, while bringing into Chicago 
hardly two train-loads of cattle. The Northwestern's 
share was 11 per cent. of the cattle, 14 of the hogs, and 22 per 
cent, of the sheep. The Chicago & Alton, fifth in car-louds, is 
second in cattle, with 17 per cent. of the whole, but it carried 
but 8% per cent. of the hogs. It has less live than any other 
ot the roads mentioned, but it gets a large ssare of the Texas 
catile traflic and goes through the heart of perhaps the best 
stoced district of Illinois. 

An inspection of the corn receipts by different rontes would 
show that the great cattle and hog rouds are also the great 
corn roads ; av least they lie within the great corn-producing 
district. But a little north of the latitude of Chicago the cli- 
mate does not permit the profitable production of corn and 
cattle in competition with the more southern districts. where 
within the limits of a few States most of the corn and hogs 
which are marketed in this country are produced. Not that 
these cannot be produced in the nortbern district ; they are 
largely, and the country supplies wholly its own demand and 
exports a little ; but they are not leading produ:ts. The ter- 
ritory north of the latitude of Chicago, on the other hand, is 
the great wheat district, and the Chicago & Northwesternand 
the Chicago, Milwaukee & St. Paul together carry (to Chicago 
and Milwaukee) usually considerably more wheat than all the 
other lines put together. 

With regard to the shipments, the routes are not so numer- 
ous as to make much explanation desirable. The Fort Wayne 
isseen to be a great cattle route, having 31 per cent. of the 
total shipments, but it carries comparatively few hogs—about 
1844 per cent. of the whole—this is owing largely to the fact, 
doubtless, that the other roads are the ones which lead most 
directly to the great Kastern packing houses. The Lake Shore, 
which leads, carr:ed one-third of the cattle and 45 per cent. of 
the hogs. 

The great value per pound of stock and stock products makes 
it probable that the production of these wi.l go on increasing 
when grain production is made unprofitable by the distance to 
the market. Not ouly this, butalarge part of the country 
west of the Missouri, now partly settled, is not titted for any- 
thing else than :tock-raiving. Thus it is probable tiat »his 
branch of traffic, already one of the most im portant to the 
roads of the West, is likely to increase both in absolute and 





relative importance. 














Sea-board Grain Receipts. 





The returns of grain receipts for the year 1874 at the chief 
exporting cities of the Atlantic give opportunity for such a 
comparison as will indicate what progress has been made in 
diverting the grain trade from New York—a subject concern- 
ing which a great deal is said now-a-days both east and west. 

The table below gives the receipts of flour reduced to 
bushels and grain of different kinds in bushels at the four 
cities named: 








1874. 1873. 1872. 1871. 
Boston.... o..ce 17,329,260 17,516,718 16,718, .85 15,037,943 
New York......... 107,017,536 92,137 971 90,930 336 89,543,673 
Puilad-Ipbia ...... 24,625,571 24,949,157 24,117,150 20,11 2,425 
Baltimoe ........ 24,344,835 20,479,127 20,571,499 17,389,443 
Totals.... 2.0. 173,317,202 = 165,082,973 162,337,270 142,073,484 


To show the relative rank of these sea-ports as grain-receiv- 
ing ports, we give for each year the percentage of each one’s 
receipts to the total for the four cities: 





1874. 1873. 1872, 1871. 
Boston.... .... esseees escce coco BO ll ll ll 
New York... scccccees «ss ccccee 63 60 60 63 
Philadeipbia . ....ccccccccrccces 14 16 16 4 
Baitimore.... ....2+ seccccccceces 4 13 13 12 


If there is anything more striking than another in this, it is 
the remarkable evenness wath which these ports have main- 
tuined their relative positions as grain receivers. Ihe differ- 
ence in the total amvunt of the receipts, which is governed 
chiefly by she production of the country and the foreign de- 
mand, has varied considerably, and was 22 per cent. greater in 
1874 than in 1871; but while the agg. egate receipts were thus 
greater by thirty million bushels, they were distributed in 
pretty nearly the same proportions in both years. New York 
has had from 60 to 63 per cent. every year, and last yeur a 
larger proportion than during the two years previous. Baulti- 
more alone shows au uninterrupted tendency to increase its 
proportion; though the increase in bulk from 1871 to 1874 is 
is seven milidn bushels, the increase in proportion is not 
great, for while Baltimore gained seven, New York gained 
seventeen millions, and evidently at that rate it will take a 
groat who for New York to lose its pre-eminence as a grain 
receiver. Ifwe observe the movement from 1873 to 1874, we 
have still greater difficulty in discoveriug New York’s loss of 
rank, Lhe propurtion of total receipts is one per cent. lower 
at both Boston and Philadelphia, and two per cent. higher at 
New Yotk. And if we take the gross quantities, the difficulty 
is magnified, for Boston and Philadelphia each wok a few 
bundred thousand bushels les in 1874 than in 1873, and while 
Baltimore received uearly four millions more, the receipts of 
New York were greater by nearly fifteen millions, 

Let not the reader hastily conclude, however, that these 
figures establish a tendency in the grain traffic, and show that 
tendency to be for New York to absorb it all. There are ex- 
cellent reasons why the proportions of grain receipts at these 
ports should fluctuate, and we need not go far to tind why New 
York should have gained more than other cities in 1874. New 
York alone is the te:minus of the lake and canal route—the 
pre-eminently cheap ioute. In 1874 the rates by this roate 
were low without example—unprotitubly low. New York could 
protit by this; the other cities could not to anything like the 
pame extent. Whenever lake rates are high, a larger propor- 
tion of grain is carried by rail, and rail rates are always ture 
cents a bushel less to Baltimore and . hiladelphia than to New 
York, while the two first-named cities have the further advan- 
tage of modern economical methods of handling the graip 
and conducting the trade. But when lake and canal rates are 
as low a» they were last year, the railroads cannot carry a large 
amount of through grain to any seaboard city, unless they 
carry it at a loss—as they sometimes do, 








The Toledo, Wabash & Western in Default. 


The New York Evening Post of January 27 says: ‘* We are 
at liberty to announce that the Toledo, Wabash & Western 
Rulway Company will not pay its Feb. uary interest, and that 
the directors have under contemplation a plan to fund the in- 
terest for a series of yeais. All things considered, this is prob- 
ably the best method to follow.” 

The bonds upon which imterest is due in February are : To- 
ledo & Illinois first mortgage, $900,000 ; Lake Erie, Wabash & 
St. Louis first mortgage. $2,500,000 ; Great Western of 1859 
first mortgage, $2,496,000 ; Illinois & Southern Iowa first 
moi tgage, $300,000 ; consolidated convertible mortgage (quar- 
terly coupon), $2,700,000 ; making the total amvunt of princi- 
pal $8,896,000, and the mterest due, $246,110. ‘The coupors on 
the consolidated mortgage gold bunds are also duc, but the 
amount outstanding we do not know. 

Coupons are also due in FeLruary on $4,666,000 leased line 
bonds, as follows: $2,700,000, Decatur & East St. Louis ; 
$1,200,000, (gold), Latayette, Bloomington & Mississippi ; 
$666,000, (gold), Lafayette, Muncie & Bloomington. The 
amount of these coupons, reducing gold to currency, is 
$171,610. 


Record of New Failroad Construction. 





This number of the Railroad Gazette has information of the 
laying of track on new railroads as follows : 

Peach Bottom.—The Western Division has been extended 
from Cross Roads, Pa., east by south 64% miles to Forks of 
Muddy Creek. 

Logansport, Crawfordsville & Southwestern.—Extended from 
Clymer’s Junction, Ind., where it formerly connected with the 
Toledo, Wabash & Western, northeastward 6 miles into Lo- 
gansport. This part of the line was reported completed with 
the rest of it nearly two years ago. 

Galena & Southern Wisconsin.—This 8-feet gauge road has 
been extended from Junction, Wis., northward 9 miles to 
Platteville. 

This is a total of 2144 miles of new railroad, whether all 





(JanvaRy 30, 1875 





tHE RAILROAD GAZETTE. 








Tae Inurois State Grance has a Committee on ‘Trans- 
portation, which on the 15th of January made a report, which 
the State Grange adopted. This report complains that the 
General Government has not done enough to promote cheap 
transportation to and from the Mississippi valley; asserts that 
a “tug monopoly” at the mouth of the Mississippi does 
much to drive traffic from that river, and suggests that ‘‘it 
may be working iu the interests of the great railroad combi- 
nations ;’ recommends the immediate improvement of 
the mouth of the Mississippi and the construction of the 
Hennepin & Rock Island Canal; expresses the opinion that 
“more can be done by competition thun by legislation,” and 
that new competing railrsads ought to be encouraged ; says 
that the Committee is not prepared to recommend any sub- 
sidy to any route, ‘* however well guarded may be its pro- 
visions against fraud, or grabs, or Credit Mobiliers ;’ 
recommends that the present Ilinois railroad law should 
have a fair trial befure anything is done to either alter or 
amend it, and recommends the adoption of resolutions which 
assert the deep interest of the Grange in the attempt made 
to control the railroads of the State by legislation ; say that 
“while we freely concede to the corporations the right to a 
fair and just compensation for tiie services they perform, we 
are determined that the valuable franchises freely bestowed 
upon them by the people shall not be converted into instru- 
ments of oppression and injustice ;* declare tnat they will 
** take no step backward ” in this work ; that they believe the 
prevent legislation to be based on sound principles, and that 
they are opposed to any change until the litigation pending 
concerning the validity of the law has been prosecuted to a 
final decision. 

The State Farmers’ Association of Illinois, which is a differ- 
ent organization, addressed the Board of Railroad Commis- 
sioners to know what obstacles prevent the immediate en- 
forcement of the laws reducing rates; whether the laws ure 
perfect, and if not what further legislation is necessary to 
attain the object aimed at; and also what there is to hinder 
the executive’s suing out an injunction, as was done in Wis- 
consin, to prevent further violationof the law. The Commis- 
sioners reply that there are none but the ordinary legal obsta- 
cles to the e. forcement of the laws, and that they have 
pushed the different test suits to trial as fast as possible; that 
as to the perfectness of the laws, they believe their prin- 
ciple to Le sound and will accomplish the ends desired, 
and that they do not recommend any change at present; and 
that there is no law in Illinois under which an injunction 
could be had to prevent violation of the law. The Commis- 
sioners assert that they have labored diligently to secure the 
enforcement of the lawe, but that they ot course had to await 
the action of the courts in which the cases are pending. 

The Committee of the Association reported that they be 
lieved the Commissioners to be “‘ in sympathy with the indus 
trial classes,” and that all the authorities seemed to desire t 
enforce the laws; but they protested against the conclus on 
that the roads could not be enjoined from further violations 03 
the law, and suid that if there was no law for it there ought t 
be one. 


Tue NorrHeRN CENTRAL, under its new management, 
which is so organized as to make it practically a division o 
the Pennsylvania Railroad, is about to enter upon an activ: 
competition with the Baltimore & Ohio for that share of West 
ern business which may hereatter be attracted to Baltimore. 
Extended use is to be madeat once of the terminal facilities 
already provided by the Canton Company, and arrangement 
are already being made for their extension by the erection o 
elevators, warehouses and new wharver. With better accom 
modations for the delivery of freight at its terminus, the ca- 
pacity of the road for traffic will be largely increased, an 
there is apparently no reason why it should not be used. The 
Pennsylvania’s line from Chicago to Baltimore is somewha: 
shorler than the Baltimore & Ohio and the former company 
is probably quite willing to secure its share of whateve: 
may be gained by those supcrior advantages of Baltimove a: 
an outiet tor Western produce, of which so much has recently 
been said. There is possibly the further motive that a power- 
ful rival can be be better held in check or more easily brought 
to teruis when an actual competition is established at bot). 
ends of the line, and at a point which has been hitherto pe- 
euliarly that rival’s own. The coal traffic of the Northen 
Central, too, can probably be considerably developed witl 
better means of handling, and there 1s talk of entering upor 
a closer competition for the large traffic of the Cumberlanc 
coal region, though there the Baltimore & Ohio has very much: 
the advantage in distance, its line from Cumberland to Balti- 
more being 178 miles long, while the Pennsylvania’s is 272, or 
over cne-half more. 


THe Gratin MovEMENT is extremely dull, and has been gen- 
erally since the harvest. The figures reported under “ Traffic 
and Earnings ” chows a falling off of 7 per cent. in tlour and 
22 per cent in grain of all kinds for the crop year from August 
1 to January 16. The falling off in wheat 1s just about one 
quarter, and in corn two-sevenths. The price of the latter is 
enough higher to make the -malleramount marketed this year 
worth quite as much as last yc ar’s shipments, doubtless ; but 
the reduction in the price of wheat is as much as 20 per cent., 
and this yeur’s receipts are probably worth not more than 
three-fifths »s much as last year’s. ‘Lhe former were worth about 
$40,000,000 in New York ; the latter about $66,000,000. The 
difference will account for the greater dullness of business in 
the Northwest, which was much more prosperous thaa the 
rest of the country a year ago. 








Tae Lack or Trousers is the latest complaint preferred 
against an English railroad company by its employes. One of 
them writes to a newspaper: “I think the Cambrian Company 
are ayjain going to let their servants go without the. pair o1 





eompleted this year or not we cannot now tell. 


trousers they should have half-yearly. 


been due now since the first of December (according to cus- 
tom), but they are not yet to hand.” We fear that if the «m- 
ployes of some of onr companies had to depend on the com- 
panies for their clothes, they would often be unpresentable 
for months together. 


Forty THOUSAND DoLuars would seem to be pretty good pay 
for being shaken, yet that is what an English gentleman got 
for a shaking received in a railroad accident some three yeas 
ago. His shaking, however, was rather a serious matter, for 
though it did not hurt him much at first, afterward it caused 
auervous depression and irritability which seemed likel, , 
when the case was tried, to disable him for six years. 


NEW PUBLICATIONS. 


Uomputalions from Diagrams of Raihoay Earthwork— 
By A. M. Wellington, C. E.; New York, D. Appleton & Co.; one 
vuiume of text aud atlas of plates. 

The present time is characterized as one of“ labor saving,” 
and to this end no class of men has contributed so much as 
engineers, and by them the question of saving their own labor 
has always been considered a matter of great consequenee. 
One of the most important duties of an engineer is the est- 
mation of quantities of material for the purpose of infurma- 
tion before deciding upon work not yet uudertaken, and fcr 
payment upon work completed. To aid in the various pro- 
cesses, many tables of quantities have been constructed, and 
for no ons muterial have more attempts been made to facili- 
tate the work than for earth. ‘Tables of earthwork are very 
common, and many very excellent ones have been prepared, 
some of which have veen noticed by us ; but we have now to 
record an entirely new step in the interest of this tedious and 
important business. 

The work whose title is given above isin two volumes, one 
of text and one of plates. The former has a very good chap- 
ter of general preliminary explanations concerning the 
methods and ideas of diagrams and their use; a discussion 
then follows of the formule for the usual methods for compu- 
ting the volumes of earth, with a good deal of new matter 
the.cin, and the processes of constructing diagrams to obtain 
the results and also some new methods for finding the 
volumes of irregular and triangular sections, and for aid- 
lug the process of setting slope stakes, Mr. Welliugton, by 
the way, seems to be the first person who has succeeded in 
making a practical use ot the methods and formule for earth- 
work in Henck’s ** Feld Book,” und his diagram tor using 
them is exceedingly ingenious and very easy of applicatior. 
Chere is another chapter which gives the forms of offi¢e notes 
and concerning the practical constructions of diagrams and 
an appendix with examples of application and comparisons of 
results; these are the leading-topies of the book, which is 
finely bound and well printed in lirge type—a matter of in- 
terest to assistant engineers in the country, where light is 
scarce in the evenings. 

The author’s own description of his method, as given in his 
preface, is as follows: 

“The nearest approach to this somewhat novel method of 
computing earthwork is found in the methods often used for 
zraphically computing bridge-st: ains, and occasionally for pre- 
limiuary estimates; both being based ou Anaitytical Geometry. 
But there is the impo:tant difference in this case that no con- 
struction is required, or scaling of distances, the quantities 
veing merely read oft, asif from atable. Inaccuracy ad 
delay are thus avuided, and the method becomes adapted o 
numerous and exact computations. 

“The best description, in fact, which can be made of the 
diagrams is, that they are a serivs of CONDENSED TABLES; the 
vnly difference being that quantities are read off trom Lines in- 
stead of Atabic numerals, which, with a little practice, is 
qually convenient. The diagrams might be replaced by 
tavles of the ordivary form, except for three reasons: 

“First. The tabies would be of vast extent; larger, indeed, 
than all those which have ever been made for earthwork com- 
putation put together. 

‘Second. It would be impracticable to secure accuracy in 
such extensive tables; whereas, in constructing a diagram, 
any error of importunce becomes immediately evident. 

“Third. Even if the tables were accurately constructe:, 
they would be too bulky for practical use. 

‘These objevtions are self-evident, if the first be granted. 
Co illustrate that point, let us take a single diagram, Plate I. 
[t extends to about 29 feet center-heights, with a range in 
horizontal dimensions of 32 feet. Then to tabuimte it, to 
tenths of each dimension, would require 29) X 320 = 89,600 
quantities, equal to 155 pages of Trautwinc's tables, ur ten 
times as extensive a series of tables as all tho: e given in that 
volume, which are for twelve different ro1d-beds, and extend 
to 60 teet center-Leights instead of 30 feet. Moreover, every 
point in Plate I. represents a tabular quantity, and this fact 
enables the range of the diagram to be readily quadrupled, 
which cannot be conveniently done with tab e.,’’ 


The plates are twelve in number, 14x17)4in. each (just 
about the size of the pages of this paper), and are excellent 
both in design and execution, clear and well defined. ‘They 
are photo-lithographic reductions from the originals, and are 
a credit to all connected with their production. The most use- 
ful of these plates we take to be, as the author also does, the 
“End Areas” and ‘‘ Triangular Prisms.” The latter is a regular 
multiplication table, but of gigantic magnitude. 
are many other diagrams for preliminary estimates, and also 
for the *‘ correction for curvature” and for ‘*side-hill work,” 
the latter being exceedingly ingenious. 

In one thing more than all others do we notice a difference 
between this work and most of those treating on the same 
subject of ¢stimates of earth, that instead of trying to modify 
any of the usual practice of tield work for the sake of bis sys- 
tem, Mr. Wellington has succeeded in adapting himself to it 
with what promises to be a very fair degree of success, and in 
the following particular especially. The favorite basis of our 
earthwork tables has always been the “ prismoidal formula ;” 
but the method most in use among practical engineers has 
ever been that of ‘‘end areas.” No table has ever been con- 
structed of this method, ior the simple reason that it would 
be bulky and inconvenient ; but this author has constructed a 
diagram for the use of the notes taken in the ordinary setting 





The trousers have! of slope stakes, and the only change made in their use is the 
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simple addition of the two slope stake distances giving the 
width between them. The first six plates are devoted to this 
purpose for the ordinary roadways and slopes. 

The use and application of these diagrams is very easy and 
the results good. The saving in time is immense, and for or- 
dinary purposes may be gfated as follows: Accurate results 
may be obtained by the method of ‘‘end areas” in one-tenth 
of the time usually taken for computation of such work. 

With the “‘side-hill work ” still greater saving may be ef- 
fected, and for Mr. Henck’s method the results can be reached 
in about one-twentieth the time usually employed. 

The mental labor involved in the use of these diagrams is of 
a much less fatiguing nature than even the use of an extended 
table, and the results are practically accurate. Mr. Wellington 
has shown a broad comprehension of and familiarity with his 
subject, and we consider the work alike a credit to the author 
and publisher. 

The Analyst, the mathematical journal whose establishment 
we noticed a year ago, has begun a second volume. The Jan- 
uary number bas articles ‘‘ On the Maxima and Minima of Al- 
gebraic Polynomials,” ‘* On the Solution of Cubic and Biquad- 
ratic Equations,” ‘‘Additional Formule in Finite Differences,” 
“On the Distribution of Primes,” ‘‘ Foliate Curves,” ‘‘ Deter- 
mination of Root of nth Degree,” ‘‘ Odd Numbers and Even 
Numbers,” a hrge number of solutions of problems, and eight 
problems for solution. Among the authors of articles in this 
number are Prof. David Trowbridge, Mr. G. W. Hill, Prof. W. 
W. Johnson, of St. John’s College; Prof. W. W. Hyde, Dr. H. 
Eggers, Prof. C. M. Woodward, and others. The Analyst is a 
bi-monthly, of 32 pages, edited and published by J. E. Hen- 
dricks, A. M., at Des Moines, Iowa. The price is two dollars a 
year. Itis still, we believe, the only mathematical paper in 
this country. 

The Engineering News succeeds the Engineer, Architect and 
Surveyor, but is somewhat changed in torm and character. It 
is < small quarto (9x12 in.) of 16 pages, very neatly printed, 
appearing monthly, at the low price of adollara year. The 
News purposes to cover the whole field of engineering and ar- 
chitecture as well. Its predecessor was especially devoted to 
information for land surveyors, in which, so far as we know, it 
hvi no competitor in this country, and that field alone ough 
to sustain such a paper well. Mr. George H. Frost, a well- 
known engineer and surveyor of Chicago, is the editor and 
publisher. 


The St. Louis Railway Register begins a new volume in a 
form like that of the Railroad Gazette, instead of its old folio 
sheet, having, with the advertisem:nts, twelve pages. Besides 
its news of St. Louis and other railroads, the Register has a 
department of ‘Mines and Mining,” and a page of market 
quotations—coal, metals and railroad supplies. 

The Railway World, of Philadelphia, succeeds the old 
United States Railroad and Mining Register. The old paper 
had the good fortune for many years to have as its editor 
Prof. J. Peter Lesley, a most accomplished gentieman—an 
eminent geologist, an expert in topography, and an accom- 
plished literary man. Professor Lesley never could give all 
his time to the paper, and his appointment as State Geologist 
of Pennsylvania a few months ago took him entirely away 
from it. The Railway World is almost entirely a new paper, 
with new form, new proprietors and new editors. It too (like 
all the American ratlroad papers but two) bas adopted the 
ferm and size of page of the Railroad Gazette, having 16 well 
printed pages, whereof the first is devoted to financial dis- 
cussions, the second to quotations of securities, the third to 
coal statistics and metal market reports, the fifth to mines and 
metallurgy,—that is, in the number before us; and there is 
about a page of railroad news items, a legil decision, a num- 
ber of letters, and a good assortment of other articles. 

The Road is the title of a new fortnightly estab!ished by 
Mr. Thomas 8. Fernon, formerly, we believe, President of the 
North Pennsylvania Railroad Company, avd for a long time 
editor of the late United States Railroad and Mining Register. 
Mr. Fernon is very familiar with the history of most Pennsyl- 
vamia roads and railroad men, is very decided in his opinions, 
and expresses them apparently without regard tu hurting the 
feelings of those whom he criticises, who are frequently very 
prominent managers or proprietors of railroads. 7T’he Road has 
16 piges, each 9x12 inches. Its sub-title defines it as ‘‘a review 
of railways, iron arts and the coal trade ; notes on corporation 
practice and finance, for investors,” and we will not try to im- 
prove on that definition. Among the articles in the first 
number are ‘‘New York City and Her Ways to the West,” 
‘*Overworked Locomotive Engineers,” “Soft and Hard Coal 
Trade of Pennsylvania,” ‘‘ Successful Carriers of Anthracite,” 
**Oalifornia & Texas Railway Construction Company,” etc. 
The paper is published at No. 52 Broadway, New York. 

A New Treatise on Elements of Mechanics establishing strict 
Precision in the Meaning of Dy l terms, ac pani 
with an appendix on Duodenal Arithmetic and Metrology: By 
John W. Nystrom, C. E.; Philaéelphia, 1875. Porter & Coates 
(published for the author . Octavo, pp. 352. 

The wi rk before us proposes a radical change in technical 
nomenclature. The author has given numerous hints in re- 
gard to these changesin former publications, and now pre- 
sents the matter in this complete shape, as he states in the 
preface, fur the purpose of finally settling all uncertainty in 
the meaning of dynamic terms. We will endeavor to give a 
brief synopsis of the principal changes. 

All such terms as quantity of motion, mechanical effect, 
efficiency, quantity of work, energy, potential energy, kinetic 
energy, etc., are to be no longer used, since they do not differ 
in meaning from the simple words force, power, work. We 
are no longer to speak of the “‘ consumption of coal per horse- 
power per hour,” which is nonsense, the author tells us, and 
in tuture are to use the expression, ‘consumption of coal per 
hour per horse-power.” Force is an action which can be ex- 
pressed simply by weight, and is independent of space and 

time; power is the product of force and velocity, and work is 
the product of force and space; or, since space is t he product 





of velocity and time, work is always dependent upon the time. 
To make the author’s meaning a little clearer, we may say that 
if a weight of 100 pounds is raised to a height of 1,000 feet, it 
will be impossible to calculate the work performed, under the 
new nomenclature, unless the time is given—or, as he ex- 
presses it: ‘* Work is thus dependent om time as well as on 
force and velocity ; for without either one of these three ele- 
ments it ceases to be work.” Hereafter, we are to call 
the product of a force by ils lever arm a static momentum, in 
place of the moment formerly used by so-called scientists ; the 
product ot the mass of a body by its velocity, is to be called a 
momentum of motion, and the product of force and time is to be 
called momentum of time. Weare to have an entirely new 
word—mati—cvined bv the author, for the unit of mass, 
which, strange to say, is to be a weight, viz.: 32.17 pounds ; 
and, stranger still, is to be at the same time a mass, viz.: the 
mass of 891 cubic inches of distilled water. Some of the scien- 
tists who are to be supplanted might assert that there is some 
little confusion in these distinctions. 

We have, among other new things, a new definition of sta- 
bility, which is said to be “that state of rest which cannot be 
disturbed by an infinitely small force ;’ also for angular ve- 
locity, which is ‘‘an apparent motion referred to a fixed cen- 
ter.” Indeed, in regard to definitions, it would net be diffi- 
cult to produce quite a number that would be decided curiosi- 
ties for grammarians and novelties tor precisians. It has 
been suggested to us that possibly Mr. Nystrom’s Jack of ac- 
quaintance with the distinctions of the English language may 
account for a great many of his novel expressions. At all 
events, when one considers the radical change that must take 
place in our modes of thought and speech before we can 
adopt Mr. Nystrom’s dynamical terms and duodenal arithme- 
tic, there would seem to be a great error somewhere, cither on 
the part of Mr. Nystrom or of the English-speaking commu- 
nity. After a careful perusal of the work in question we are 
constrained to say that we thirk the most of what is good in 
the book is not new, and the most of what is new is not good. 
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months were as follows: 


Net earnings 
Interest account 


atc ch. 


last half year, and the balances against them are as follows: 

South Bend Division. .......ccce secccsccccccccccccccccccccs $6.021.81 
Joliet & Northern Indiana 
Grand River Valley ........- .ccscccce socrccce soscccscesece.s ‘ 
Kalamazoo & South Haven...........+++ eeeeee inendsebnnsons 12,101.51 


The bonded debt on the main line now amounts to: 


First-mortgage loan sinking tund, due in 1882 
Seven per cent. consolidated loan, due in 1902 


$10,735,000 


From this amount must be taken the bonds of this company 
in the sinking funds, $650,000, which will reduce it to $10,- 
085,000; and the sum in the sinking funds (not including the 


value of the securities thereim, to $1,059,903.61, will still further 
reduce it. 

The bonded debts of the leased roads, which have been as- 
sumed by this company, are as follows, all bearing 8 per cent. 
interes: 


This company has made public the semi-annual statement 
of the Treasurer, covering the eix months ending with Novem- 


The operations of the main line and branches for the six 


TIER cic iccccess 60000200066 ss000cncescossecsoes «++ + $3,626.569.95 
Strc ly operating expenses (63.14 per cent.).... .... «+++ 2,288,375.26 


YR AT eT $1,336,194.69 
54,031.88 


Net receipts..........seeeee (penseeesene acenebeeee $582,162.81 
Which is a little more than 3 per cent. on the capital 


The business of the branch roads has improved during the 


eoeccecees socvcecccccsccccccce cece sOlOtD. D5 


oeecceeees coscscces ceccccccece cocccccoeces 15,598 19 
POPrTrrrrrrrrrrrri itt r rite re 60,815.14 


First-mortgage loan, due in 1882 ....-......0005 se reeeccece $556.000 


$650,009 of the company’s bonds), now amounting, at the par 


rvads, especially the Toledo, Wabash & Western, made it im- 
possible to mainta’n the canal. Since the abandonment noth- 
ing has been done except to keep the property iu as good con- 
dition as possible without incurring debt. The trustees think 
that if the canal is ever ugain opened for traffic it will be by 
some other means than those in the hands of the board. 

A suit has been begun to enforce the lien of the holders of 
debt certificates against the trust property. The trustees 
are contesting this suit. The trustces hold as sets amounting 
to $97,353 
The Superintendent calls attention to the bad condition of 
the locks and bottom of the canal and certain aqueducts. 
jw canal from Roanoke to the Ohio line was reopened 

une 2. 


New York & Oswego Midland. 
With regard to the proposed reveal of the law of last year 
which repealed the previous law exempting the road from tax- 
ation, it now appears that it cannot be done, on account ef the 
amendments of the State constitution which were recently 
adopted. Had the origiual law exempting the road be-n al- 
lowed to stand, the amendments would not have interfered 
with it; but it was repealed and its re-enactment would be in 
the nature of special legislation, which 18 strictly prohibited, 
An engineer writes to the Utica Herald to say tbat thd 
strike recently proposed was the work of only a few engineers, 
aud that the majority of tbe men disapproved of it and would 
have tuken no partinit. The Brotherhood did not sanction 
the movement and had nothing to do with it. 


Ohicago, Dubuque & Minnesota. 

The trustees, having begun 1 forclose the mortgages in 
obedience to a requisition from a large number of bondhold- 
ers, have called a meeting of the bondholders of this com- 
pany and the Chicago, Clinton & Dubuque to consult with re- 

aru to their interests, and to the sale of the road. The meet- 
lug will be held in Room 7, Sears’ Building, Boston, February 
3, at 11 A. M. 

In order to prevent misunderstanding tho trustees state 
that the proposed contract with the Chicago, Burlington & 
Quincy and for the funding of certain coupuns is not at all 
likely to be carried into effect. 


Springfield, Jackson & Pomeroy. 

The peop.e of Springfield, O., nave subscribed tor $80,000 
out of $100,000 allotted to that town, and more subscriptions 
are coming in. 


Evansville, Owensboro & Nashville. 

A meeting of the directors ~as held in Louisville, January 
19, when it was decided to advise the stockholders to allow the 
road to be sold by the quickest legal process possible, in order 
to clear off the heavy load of debt and put it in the hands of 
gowns who will complete it. The former plan of transfers ing 

he road to the creditors has failed, owing to the refusual of a 
nvmber of them to join in it. 


Henderson & Overton. 
Work on this road has been begun near Henderson, Tex., 


and 120 convicts are employed on the grading. A larger force 
will be put on in a few days, 


Rockford, Rock Island & St. Louis, 


With reference to the claim made by certain parties that 
the bonds numbered from 1 to 5,000 were a prior hen on the 
property, the United States Circuit Court has oidered that 
ali holders of bonds shall appear in the case on or before 
February 1, and submit their claims for adjudication. Fail- 
ing to do this they will be deemed to stand an an equality 
with all other bondholders. 


Union Pacific. 


Suit has been begun by the Kansas Pacific and Denver 
Pacific companies against the Union Pucific, in the United 
States Circuit Court at Omaha, to compel it to pro-rate with 
the Kansas and Denver roads on all treight and passenger 
traffic. The suit is brought to obtaie a final interpietation of 
the law on the subject of interchange of business between the 
companies, 


Dividends. 
Dividends have been declared by the following companies: 
Summit Branch, 8 per cent., semi-annual, payable February 


15. 

Cedar Rapids & Missouri River (leased to Chicago & North- 
western), a per cent., semi-annual, on the preferred stock, 
payable February 1. 

Connecticut & Passumpsic Rivers, 3 per cent., semi-annaal 
on the preferred stock, payable February 1. 

United States Express, $2 per share, quarterly, payable 
February 1. 

Hanover Branch (of Massachusetts) 3 per cent., semi- 
annual, payable February 1. 

Meetings. 


The following companies will hold their annual meetings at 
the times and places given : 


Eastern, in Boston, February 1, at 10 a. m. 
NN OI TI iia ies n= i nok ndsctnarinnssacscne: eoesaus $1.900.000} Paducah & Memphis, at the office in Memphis, Tenn., Feb- 
a ae South end Division.... ........65 cece A 200,000 ruary 17, wt 12, noon. 7 
Grand River Valley. ..... .20.20-ceccccscsccccccescecesceeses 500,000 Oil Creek & Allegheny River, in the Commercial Exchange 
Kalam3z00 & South Haven pebedbsb0bdh0S0E0S000s 02 easeen - 710,000 building, Philadelphia, February 10, at 11 a. m. 8 
Jackson, Lansing & Sagimaw..........eeceercececereeeeeeece 4,253,000 


ne pee mer ree $8,563,000 

The company has also endorsed the bonds of the Detroit & 
Bay City Railroad to the amount’ of $424,000. 

The capital stock is the same as at the last met, $18,- 
738,204. The construction account amounts to $27,210,167.07. 

The floating debt, May 31, was $1,056,452.77. November 30 
it «as $259,525.86, showing a decrease during the six months 
of $796,926.91. A note to the report states that during De- 
cember the floating debt was further reduced by $161,237.83, 
and amounted Lecember 30 to $98,288.53. 


St. Louis & Southeastern. 

It is anvounced that unpaid coupons of the first-mortgage 
bonds of the Evansviile, Henderson & Nashville Railroad Com- 

any, which became due Jan. 1, 1874, will be paid on and after 
Feb 1, 1875, at the Bank of America, in New York, or on 

resentation to Mr. John Boyle, Receiver, at Louisville, Ky. 
hese bonds are on the Kentucky section of the St. Louis & 
Southeastern, and amount to but $1,000,000, which is at the 
rate of ¢10,000}per mile, requiring only $700 per mile of net 
e:rnings to pay them. 
Delaware, Lackawanna & Western. 

Notice is given that the first mortgage bonds due April 1, 
1875, will be paid at par and accrued interest on presentation 
at the company’s Cffice in New York. Interest will cease atter 
April1. The amount of these bonds outstanding is $1,111,000. 
Cincinnati, Wabash & Michigan. 

The city council of Anderson, Ind., has voted $10,000 city 
bonds to this company to aid it to extend its road into the 
city. 

Wabash & Erie Oanal. 


The annual report of the trustees has been submitted to the 
Indiana Legislature. It notes the abandonment of the canal 
by the contractors for maintaining navigation (the Wabash 
& Erie Canal Company) after they had onerated it for eight 
years. Duriag that time the loss incurred was $162,326, or 





more than the capital invested by the contractors. The rapid 
decay of the structures and the close competition of the raile 


Boston & Albany, at the office in Springfield, Mass., Febru- 
ary 10. 


Ogden & Salt Lake. 


A company has been organized to build a nariow-gauge 
railroad from Salt Lake City, Utah, north to Ogden, where it 
will connect with tue Union & Central Pacitic and Utab North- 
ern. It will be about 37 miles long, and will come directiy 
into competition with the Utah Central, which is of standard 
gauge. 


Baltimore & Ohio. 


The United States Circuit Court has appointed Mr. Warren 
Colburn a commission r to examine and report on the g ude 
crossing where the Chicago Division crosses the Mich:gan Cen- 
tral at Lake Station, Ind. Mr. Colburn made an inspection of 
the grade crossing and adjoining sections of road ,ast week, in 
company with the Chicf Engineers of both roads. [t is probubie 
that he will recommend a biidge crossing, the expense to bo 
shared equaily by the two companies. 

The winter tariff of rates fioin Baltimore to Western poiuts 
went into effect January 20. The rates in cents per 100 pout.ds 
to leading points are as follows: 


Spe- 

Ist. 2d. 3d, 4th. « . , 

Cincinnati...... ose. sovcccecs US 64 52 45 31 
Chicago and Milwaukee .... ..... 80 71 69 61 87 
Indiauapolis......... “eee -oe 15 66 53 47 33 
EAU cass . cove senses 93 84 68 61 45 
DONT cesccccesccsesce- socececces OS Bz 66 57 40 
Sly MER swncsicnsccceesconsesseses 108 97 7 69 61 
Wee — sw ecwccccee - ooo 50 40 36 25 
Ge nsan00566. od00ccsnnaecees 47 43 36 sl 24 


The increase in uniform with that made by the Pennsylvania 
aud the otuer trouk lines, and is from 40 to 50 per ceut. in- 
crease on the old rates. 


Pennsylvania. 

The committee of the Pittsburgh City Council to which was 
icteived wis question of rescivding the contract between the 
city and the Peunsylvania Railroad Company relating to the 
building of certain tunnels and bridges and the vacation ot 
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certain streets, have resolved to report in favor of continuing 
the contract in force aod extending the time for its comple- 
tion by the com pany to January 1, 1876. 

Nouce is given tuat the second-mortgage bonds which ma- 
tue March 31, 1875, will be paid at par und accrued interest 
on presentation at any time aft r January 20. interest will 
cease from March 31, The a:ncunt of these bonds outstanding 
was $4,865,840 by ‘he last report. 

The tunnel between Elizabethtown, Pa., and Mount Joy will 
soon be replaced by an vpen cutting, which is about 85u feet 
long and 60 feet deep. 


Grand Trunk. 

‘This company invites proposals for the ea of steam coal 
needed during the present year and up to May 1, 1876. The 
quantity required and the places where it will be needed are 
as follows: 

At T.ronto, 20,000 tons, to be delivered in the company’s 
yard during navigation. 

At International Bridge, Black Rock, 64,000 tons, to be de- 
livered by rail in monthly installments from March 1, 1875, to 
May 1, 1376. 

At Detroit, 10,000 tons, by rail, in monthly installa ents from 
Merch 1, 1875, to May 1, 1876. 

Proposals must desiznate the name or kind of coal to! e 
furnished and be addressed to Joseph Hicksen, General Man- 
ager, Montreal. They will be 1eceived up to February 13. 


Hamilton & Northwestern. 


This company advertis:s for sealed proposals for the works 
require’ in the consti uction of the road from Hamilton, Ont., 
to Bertie, and from Ciarksville to Collingwood, about 127 miles 
in all. The furnishiug of the rails, spikes and bolts is in- 
cluded. Plans and specifications can be seen in the Chief En- 
gineer’s office, ir Hamilton, Out., after February 1. Proposals 
should be addresse to Maitland Young, Secretary, Hamilton, 
Ong., and will be received up to February 23, 

Virginia Railroad Oommission. 

Two bills are betore the Virginia Legislature, one constitut- 
ing the Governor, Treasurer aud Secretary of State a buard of 
“ Commissioners of Transportation,” with power to supervise 
and regulate the railroads of the State. The other, which isa 
substitute for the first, provides for the appointment of a com- 
petent person, who is not a stockhold:r, officer, trustee, xs8- 
sigree, lessee or emoloye of any railroad company, as Rail- 
road Commissioner, to bave supervision of all the railroads ot 
the State and to require from them annual reports. 


The International and the Texas Aid Bonds. 

A bill has been introduced in the Texas Legislature for the 
settlement of the controversy between the State and the In- 
ternational Company. The provisions are very much the 
same us those of the act of last year, except that the issue ot 
bonds is limited to $3,500,000, or $200,000 less than Jast year’s 
bill, and that pr vision is made for retaining $500,000 of the 
bouds in the state treasury until tbe road is finally completed 
from Jefferson to San Antonio, Lt is stated that the company 
is willing to uccept the present bill, the action of which is 
positive and will not depend on any decision of the courts, as 
did last year’s bill. 

Lake Superior & Mississippi. 

The decision of the Minnesota Supreme Court as to the un- 
constitutionahty of the charter of this company was based 
upon the provision of the State constitution waich prohibits 
all special charters. The act under which the company was 
formed was passed in 1861 and purvorted to be an amendment 
of an act passed in 1857 by the Territorial Legislature, before 
tne formation of the State government, chartering the Ne- 
braska & Lake Superior Company. The Court holds that the 
act of 1861 diff-rs from that cf 1857 in such manner that it 1s 
really a new act and not merely an amendment and therefore 
comes within the constitutional prohibition. 

The Court intimates that if the company’s counsel think 
that the case may be presented in a different light, the Court 
will not object to granting a re-hearing in tie case. 


Missouri Railroad Taxation. 

In the injunction suits brought by a number of the Missouri 
companies to restrain the collection ot taxes, sume months 
ago the Court made an order requiring payment of 62 per 
cent, of the tax in order to entitle the roads to a hearing on 
the question of excessive assessments, aud meantime issued 
an injanction on condition that the order was complied with 
and the payments made. It now appears that all the compa- 
nies have complied with the order and paid the 62 per cent. of 
the tax except the Missouri Pacific and Atlantic & Pacific. 
The officers o1 these roads refuse to comply, and it is reported 
that steps will immediutely be taken t» enforce payment by 
seizure, as the injunction will not hold if the conditioas of the 
order are not complied with. 


Peach Bottom. 

Tne Western Division is now completed from York, Pa., east 
by south to the Forns of Muddy Creek, which is 23 miles from 
York and 64% mites beyond the late terminus. The grading is 
completed for 14 miles further, aud a force 18 at work finishiag 
up the remaining two miles to the Susquehanna at Peach 
Bottom. 


Great Western. 

A sively competition is going on just now between this 
oempany and the Grand ‘Trunk for passeuger business ve- 
tween Buffalo and Detroit. ‘The firs'-cluss fare was reduced 
from $7 tu $5. and the second class from $5 to $4, but subse- 
quently further reductions were made until, at latest ac 
counts, tichets were selling at $2.50 and $3.50. The Lake 
Shore has not yet taken any part in the reduction. 


New York Central & Hudson River. 


‘The new stock yard» at the fout of Sixty-third street in New 
York are nearly reaty for use and will soon be opened. They 
extend from Sixtieth to NSixty-third street and from Eleventu 
avenue to tue North River, and cover about 10 acres. It is 
proposed next season to add about six acres more. The 
yards are substantially built, are paved with stone block pave- 
ment, thoroughly drained and sewered and provided with tue 
necessary facilities for feeding avd watering. » Tnere are re- 
ceiving, selling and storing yards, with the necessary stables, 
offices anJd weighing scales. There is also a large and con- 
venient hotel .or the accommodation of drovers. 


New York Elevated. 


Lhis company gives notice that it will receive at its office, 
No. 7 Broadway, Nev York, until February 8, sealed proposals 
tor all or any part of $500,000 of the tirst mortgage convertible 
7 per cent. bouds of this company, in sums oi $1,000 or any 
multiple thereof. 

Terms of payment: Five per cent. of the amount bid to 
accompany proposals, for which certified ctecks may be in- 
closed, which will be returned to bidders February 8, unless 
the bid is accepted ; 20 per cent. February 15; 25 per cent. 
March 1; 25 per cent. March 15; and the remaimmg 25 per 
cent. April 1, next. 


Burlington & Southwestern. 

The Burlington (Ia.) Hawkeye says: ‘‘ General Baker, as 
Receiver of this railroad, appointed by Judge Dillon, ot the 
United States Circuit Court, aud approved by Judye Love, will 
appear at Ottumwa, at the Wapelio County District Court. 
aud make formal demand of possession of the road. This will 
raise the question of jurisdiction of the State and Federal 
Courts iu this matter, The District Court for Wapello County 
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has appointed a Receiver of the road both in Iowa and Mis- 
sourl, and, as we understand it, even in Lowa, outside of its 
own district. As tere can be no question as to the jurisdic- 
tion of Judge Dillon in Iowa and Missouri, it is very probable 
the State Court will recede from its position, and General 
Baker be put in possession.” 


Missouri Railroad Commission. 

A bill has been introduced in the Missouri Legislature which 
provides for the appointment of five railroad commissioners, 
who are to have very much the same powers as are given by 
the Wisconsin law, except that their authority is to extend 
over warehouses and telegraph and express companies. ‘lhe 
offices are to be in St. Louis and the expenses of the commis- 
sion are to be paid by a special tux on the companies. 


Pennsylyania—New York Division. 

Notice is given that aiter January 25 all freight to and from 
stations between Jersey City and New Brunswick, including 
New Brunswick, will be received and delivered in New Yor 
at Pier No. 16. North River, instead ot Pier No. 1, as formerly. 


Qanada Southern. 

The transter boat used to carry passenger and freight cars 
across the Detroit River at Trenton, is frozen fast in the mid- 
dle of the river and thus far the efforts to release her have 
been unsuccessful. It is feared that the boat will be laid 
up several weeks causing much delay and embarrassment. 


Qleveland, Mount Vernon & Delaware. 

At a special meeting of the stockholders in Mount Vernon, 
O., January 20, it was unanimously voted to increase the 
capital stock from $4,000,000 to $5,500,000, and to authorize an 
issue of $1,200,000 income bonds, 

The company has concluded an arrangement with the bond- 
holders, who are muiply in Holland, by which one-half the 
coupons for 10 years trom January 1, 1875, are to be funded in 
income bonds, the other half bemg paid incash as they ma- 
ture. A part of the issue of income bonds is to be used in 
suttling the company’s indebtedness to the Pennsylvania Com- 
puny. 

Delaware, Lackawanna & Western—Morris & Essex 
Division. 

A survey is being made for a new line for the proposed 
spur into Paterson, which has been talked of for some time 
vast, and for which a line was surveyed two years ago. The 
former fJine Icft the track of the Boonton Branch in South 
Paterson and entered the city trom the south; the one now 
surveyed enters it from the west. The Boonton Branch skirts 
around Paterson but does not enter it, and the spur into the 
city will very probably be built, at any rate after the new 
tunnel through Be: gen Hill is finished. The present agree- 
ment under which the company uses the Erie tunnel prevents 
it from entering into active competition for Pate: son business, 
but when the new tunnel is done this restriction will be 
removed. 


A Southern Railroad Meeting. 

An adjourned meeting of Southern Railroad managers was 
held iu Atlanta, Jan. 7, to complete the arrang: ments made at 
the previour meeting for uniform rates and a division of busi- 
ness. The agreement made at the December meeting was 
ratified, and a committee of five appointed to adjust ail diffur- 
ences. It was resulved that the tariff of May 12, 1573, on 
South-bound freights should be adopted, to take effect 
Feb. 1. 

Ohio & Mississippi. 

The Indianapois, Cincinnati & Lafayette having put on a 
through train els Cincinnati and St. Louis in connection 
with the Vandalia Line, the Ohio & Mississippi has reduced 
the fare between the two cities to $5, and there is a prospect 
of a lively com, etition for a short time. A similar reduction 
has also been made between Louisville and St. Louis, a 
through car between those cities having been put on by the 
Jeffersonville, Madison & Indianapolis and the Vandatia Line. 


Mattoon & Grayville. 

A contract has been let for the construction of this project- 
ed road from Mattoon, Lll., south by east to Grayville on the 
Wabash, 40 miles below Vincennes. The road will be about 90 
miles long and is to be finished in 18 months, provided the 
funds sre forthcoming. 


East Tennessee, Virginia & Georgia. 

The board of directors has appointed a committee of five to 
negotiate with the Cincinnati Southern trustees with respect 
to the use of a part of the East Tennessee road from Knoxville 
to Chattanooga by the Southern road. ‘the committee is au- 
thorized, it is sta ed, to negotiate for a sale of the part of its 
road required, in case the Knoxville route is adopted by the 
Southern. 


Atlantic & Lake Erie. 


A contract for tie construction of the road has been con- 
cluded and will be presented to the stockholders for ratifica- 
tion at a meeting to be held in Bucyrus, O., February 8. The 
contract provides for the construction of the road in sections, 
the first being from Newark to Mount Gilead, and then from 
Mount Gilead to Bucyrus. The road when completed is in- 
tended to run from Toledo to Pomeroy on the Ohio River, 228 
miles. 


Galena & Southern Wisconsin. 


Trains are now running regularly to Platteville, Wis., 30 
miles from Galena and nine miles north of the late terminus. 


The Western Railroad Bureau. 

Tne Inaianapolis Journal says of the meeting at Cleveland, 
January 20: ‘‘General Geo, B. Wright, Chairman of the West- 
ern Bureau of Railway Commissiuvners, returned from Cleve- 
land yesterday. From him we learn that t'e meeting was 
harmonious and effective. The object for which this meeting 
was specially called was to bring the Commissioners and rail- 
way managers intv closer communion, that they might learn 
each other’s views and better understand the motives that had 
governed the Commissioners thus far. The real sphere of tne 
Commission is to regulate freight an: passenger tariffs, to cut 
oft commissions and reduce expenses, and to be a sort of 
board of arbitration. After several hours of consultation to- 
gether the board adjourned until Feb. 3, without taking any 
ae sressive or retrogressive action. The next meeting will be 

1eld in New York, at which the Eastern and Western bureaus 
hope to meet the managers of the principal roads of the 
courtry. At the Cleveand meeting the following Commis- 
sioners were present: George b. Wright, of Columbus, Presi- 
cent; Warren Colburn, ot Toledo; Juhu S. Newberry, of De- 
truit; E. R. Wadsworth, of Chicago, and L. N. Andrews, of 
Indiaapolis. ‘he following roads were represented : Atlan. 
tic & Great Western, Toledo, Wabash & Western, Cleveiand, 
Columbus, Cincinnati & Indianapolis, Indianapolis, Blooming- 
ton & Western,.Terre Haute & Indianapolis, Lake Shore & 
Michigan Sou-hern, Cleveland & Pittsburgh, Pittsburgh, Fort 
Wayne & Chicago, Pittsburgh, Cincinnati & 8. Louis. 

ne Indianapolis, Cincinnati & Lufayette Company has for- 
mally withdrawn from its adherence to the Saratoga agree- 
ment. It is understood that the reason for this action is that 
a considerable portion of its business passes over the Baiti- 
more & Ohio or its allied lines. 

The Michigan Central has, it is said, been reducing rates 
from Chicago east, and other companies have been accused of 





doing the same thing. It is also reported that the Grand 


Chicago to Portland and Boston. Contracts have been 
made ut 35 cents per 100 lbs. on fourth class from Chicago to 
New York. 


Burlington & Northwestern. 

Meetings are being held to advocate the construction of a 
narrow-gauge railroad from Burliygton, Ta., northwest about 
50 miles to Washington. 


A Yard-masters’ Convention. 
The Yard-masters’ Mutual Benefit Association of Indianap- 
olis has issued a call for a convention to be beld io Indianap- 
olis, February 24, for the purpose of forming a Yard-mas.ers’ 
Natioval Insurance Assuciation. 


Oairo & Vincennes. 

The receivers have let a contract for the construction of an 
inclined plane and a stage, which is to be located in the 
northern part of Cairo and on the Onio river side of the city. 


Leavenworth, Lawrence & Galveston. 

A bill to foreciose the first mortgage on this road was filed 
in the United States Circuit Court for Kansas, January 21, by 
J. D. Campbell, of Davenport, Ia. 


Quincy, Missouri & Pacific. 

Itis proposed to consolidate this company with another 
which intends to build a new line from Quincy to Chicago, 
the consolidated company to be called the Chicago, Quincy & 
Western. ‘Lhe city council of Quincy, Ill, whivh owns $500,- 
000 stock in the company, bas consented to the consolidation. 

The roadis now 68 mies long, trom West Quincy, Mo., to 
Kirksville. 


Forced Sales of Securities. 

At an auction in New York, January 20, Terre Haute & Rich- 
mond Railroad shares were sold at 126%; Evansville & Craw- 
fordsvilie 7 per cent. bonds at 954% ; Sixth Avenue (stieet) 
Railroad shares »t 154; Delaware « Hudson 7s of 1884, regis- 
tered, at 105"4; Chicago & Alton Ist mortgage 7s of 1893 at 
10644; Illinois Central redemption 68 due 1890 at 954%; New 
York & Harlem sivking fund 7s, due 1881, at 10444; Warren 
Rauroad snares, 7 per cent. dividend guaranteed by Velaware, 
Lackawanna & Western, 8944 to 90; St. Charles Bridge 10 per 
cent. bonds at 82. 


Yadkin River. 

A proposition for an issue of $50,000 in town bonds in aid of 
this road bas been submitted to the people of Salisbury, N. C. 
The road, which is io be the North Carolina section of the 
Cheraw & Salisbury, 1s to run from Wadesboro, on the Carolina 
Central, northwest up the valley of the Yadkin to Salisbury, a 
distance of about 55 miles. 


New England Freight Agents’ Association. 
The annual meeting was held in Boston January 20, but no 
business of special interest was transacted. 


Maine Ocntral. 

Negotiations are pending for a business contract with the 
Portland & Rochester and Nashua & Rochester com- 
— similar to that recently concluded with the Boston & 
Maine. 

Mr. Hatch bas retired from his connection with the com- 
pany iu view of its changed relation with the Eastern. 


Michigan & Ohio. 


The ofticers of this company are traveling through Ohio, 
holding se along the line of the road. Bhey a for the 
tight of way and vonations of $5,000 per mile. They state the 
intention of the company to build a double-track road with 
steel rails from Grand Haven, Mich., to Portsmouth, O., and 
claim to have negotiated a loan of $7,000 000. They have not 
thins far been very succe-sful in Ohio, the people appearing to 
put but litule contidence in the representations made, 


Springfield & Illinois Southeastern. 

Lhe exceptions heretofore made to the foreclosure sale have 
been withdrawn, and the sale was confirmed by the United 
States Circuit Court, January 18. The Receiver was discharged 
and the deed and possession of the road delivered to the rep- 
resentatives of the purchasing bondholders. The manage- 
ment of the road will remain the same, Mr. Beecher, the late 
Receiver, having been appointed Geueral Manager. 


Illinois Central. 

This Comvany and the Chicago & Northwestern have made 
a new joint tariff on freight between Chicago and Sioux City. 
The rates are as follows: First cless, $1.10 ver 100 pounds ; 
second class, 85c.; third class, 70c.; fourth class, 5Uc.; special 
class, 45c.; grain (®xcept corn and outs), in car-loads, 40c.; 
corn, oats and mill-stuffs, in car-loads, 35c.; flour and corp- 
meal, in car-loads, 80c. per barrei; lumber, per car, $70; 
horses, per car, $90 ; catile and hogs, $80; sheep, $70 ; class 
A, per car, $100 ; class B, $80; class C, $70. 


Atlanta & Richmond Air Line. 

The matter of the Receivership was argued in the Superior 
Court at Atlanta, Ga., Jun. 22, upon a petition from Mr. J. H. 
Fisner, the Receiver appointed by the United States Circuit 
Court, askiug the state Court to reconsider its appointment of 
L. P. Grant as Receiver in Georgia. Tue Court refused to 
grant the petition, on the ground that the transter of the road 
to Mr. Fisher might jeopardize the rights of some of the par- 
ties 10 litigation. 

Both the [rustees under the first mortgage have made the 
necessary assignment to Mr. Fisher. 


Iowa Southwestern. 
Tne contra:tors are at work driving piles end making ready 


for the bridging from Clinton, Ia., west to the Davenport & St. 
Paul crossing. 


The Empire Line. 

A correspondent of the New York Tribune has given the fol- 
lowing account of [the history and working of this well-known 
fast freight line : 

“The Empire Line still maintains its separate existence. 
This company has not been absorbed because the Pennsy'vanis 
Railroad finds that there is a profit in continuing business re- 
lations with it. 
cause it diverts freight at Erie to the Penns\lvania Company's 
Philadelphia & Erie Branch which would otherwise go on to 
New York by either the Central or the Erie. The main object 
in view wheu the Empire Line was established was to open & 
through freight line trom New York to the West by way of 
Erie. The Anchor Line was organized as its lake ally, and @ 
line of steam propellers was puton the route between Erie 
aud Western Jake ports. After a time the Empire Com- 
pavy bought the stock of this line and now wholly 
controls it, owning targe docks at Erie and a_ fleet 
of 18 steam and sailing vessels. The name of the 
Anchor Line is still maintained, but its corporate ex- 
istence is entirely merged in the other company. ‘The capital 
stock of the Empire Company is $4,000 000. It owns 4.500 
cars, has contrac<s with 5,310 miles of railroad, and business 
arrangements with 16,040 miles more. Its earnings amount 
to about $11,000,000 a year, and its dividends are 10 per cent. 
per annum. In 1873 it sent East, over the Peunsylvania Rail- 
road, 952,737 tons of com:etitive freight. It is a powerfu 
competitor for the business of transporting petroleum, having 

about $1,500,000 invested in pipe lines in the vil region of 
Western Pennsylvania. It runs its own cars over the Penn- 





Trunk is about to make a heavy reduction in its rates from 





The line is advantageous to the railroad be- , 





sylvania Railroad from Eric to Milton; over the Philadelphis 
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7 a . a ‘ 
& Reading Railroad from Milton to Quakake; over the Lehigh 
Valley from Quakake to Philipsburg, N. J., and over the Cen- 
tral Railroad of New — from the latter point to New 
York. From Erie westward it has contracts with the Lake 
Shore & Michigan Southern and the Chicago, Burlington & 
Quincy railroads. It also runs cars from Cleveland 
to Indianapolis over a line controlled by the Erie Railroad. 
It will thus bes en that it has buriness arrangements not only 
with the Pennsylvania road, but also with its two great rivals, 
the Erie and the New York Central. Unlike an express com- 
pany, and unlike the transportation companies first organized 
on th? Erie and Central roads, the Empire does not make rates 
with shipvers. That falls solely within the province of the 
railroud companies, the fast freight line never deviating from 
their rates. The profits of the line are derived, first, from a 
car service allowance for the use of its cars; second, from a 
commission of from 5 to 10 per cent. on the business it brings 
to the roads. The line takes all the risks of collection; pays 
the salaries of solicitors an1lagents; maintains terminal depot 
facilities, and relieves the railroad companies of much expense 
and tronble. It occupies the position of a joint agent for the 
various companies, serving them for a fixed commission on 
rates established by them.” 


Ohicago & Alton. 


Au order has been issued to freight agents to the effect that 
hereafter rates on grain shall be the same to elevators, mills 
and warehouses as for track delivery. Heretofore it has been 
customary to make an additional charge of three cents per 100 
pounds on all grain not delivered on track. 

Ibe company 1s making an effort to compete with the IIli- 
nois Central for freight and passenger traffic from Chicago to 
tie South. Increased accommodations are to be given and 
possibly rates will be cut down. The company sen its South- 
ern business by way of St. Louis and over the St. Louis, Iron 
Mountain & Southern and Mobile & Ohio roads, 

Gincinnati Southern. 

The bridge to be built over the Ono River is to be in all 
1595% fect in length and a wrought-iron truss bridge 
thoughout. Starting from the Kentucky shore there is first 
a fixed span of 110 feet, then a draw span 367% feet, then the 
cuannel span, 519 feet, and, last, two fixed spans of 300 feet 
each. ‘The channel span will be 106 feet above low-water 
mark and 4344 above the high-water mark of 1832. The ap- 
proach on the Kentucky side will be an earth embankment and 
on the Ohio side an iron trestle. 

Eleven bids were received for the bridge, which were as 
follows : 







H.C. Ruggles & Co., Cincinnati......... $1.088,000 
Baltimore Bridge Company, Baltimore 956, 

Detroit Bridge Company, Detroit.. 847,000 
Clark, Reeves & Co., Philadelphia. . 786,270 
Soulerin, James & Co., Milwaukee. 780,000 






MeNairy & Clafien, Cleveland, O .... 
American Bridge Company, Chicazo. 
Kellogg Br'dge Company, Buffalo, N. 


4 
Keystone Bridge Company, Pittsburgh 664,570 
Thomas Leighion, Rochester, N. Y... .... 638,000 


Watson Manufacturing Co., Paterson, N. J.. o0er cocvcces 


In defense of the policy of building a new bridge, it ie stat- 
el that the Newport & Cincinnati Bridge Company asked 
$750,000 for the use of its bridge, while the additional cost of 
building the road on that line was estimated at $622,000, be- 
sides $50,000 for altering the approaches to the bridge at the 
Newport .nd. 


Logansport, Orawfordsville & Southwestern. 

A six mile extension has been completed from Clymer’s, 
Ind., to Logansport. The track of the Toledo, Wabash & 
Western has heretofore been used between tnose points, 


Smyrna & Delaware Bay. 

The American Dredging Company, of Philadelphia, which 
bought this road at Sheriff’s sale last Spring, has sold it to Jay 
Gould, who now owns itin fee simple. All the outstanding 
judgments have b-en satisfied. The road is about 16 miles 
ong, from Bombay Hock, Del., west to Massey’s, Md., and has 
never been worked, though the rails have been Jaid over a 
year. 


North Brookfield Branch. 


The company which is to build this road has been my or- 
yanized. The line1s to b: about four miles long from North 


rookfie d, Mass., south by east to tae Boston & Albany at East 
Brookfield. 


Morris & Essex. 

A new consulidated mortgage for $25,000,000, in whichi it is in- 
tended to fund all the outstanding funded debt, which is about 
$14,000,000. has been executed to the Farmers’ Loan & Trust 
Company as trustee. Under this mortgage $3,000,000 new 
bonds have been issued and have all been taken by Drexel, 
Mor can & Co., Winslow, Lanier & Co , and J. 8. Kennedy & Co. 
The bonds are guaranteed by the Delaware, Lackawanna & 
Western and the proseeds are to pay for improvements now in 
progress. 

Lima & Pisco. . 

A correspondent in Lima, Peru, writes to us as follows, 
under date of Dec. 14: 

“Preparations are now being made to commence work on 
this road. The Chief Engineer arrived in Lima about the 
middle of November to have tbe definite surveys put under 
Way as soon as the necessary arrangements could be made. 
The most of the :tock is subacribed for in London by the 
ttockholders of the railways in present operation from Lima 
to Callao (its seaport) and from Lima to Chorillos--a seacoast 
resort for the people of Lima. 

“This road will follow the Pacific coast southward from 
Lima, crossing the valleys of Surco, Lurin, Chilca, Cunete and 
Caincha, having stations at the principal towns and haciendas 
of Surca, Lurin, Chilcha, Cerro Azul, Tambo de Mora, Santa 
Barbara, Canete and several other places of minor im- 
portance, 
. “Between the valleys that empty into the Pacific the voute 
18 across rocky or sandy wastes. Generally the work is light, 
With an occasional piece of heavy work. It is about. 140 to 150 
miles long, and will cross many productive valleys, at present 
| ang the richest wine and sugar-producing districts in 

eru, 

“The Government agrees to loan the commne? $2,600,000 in 
Special bonds, and guarantees the bonds of the company to 

€ same amount, requirin the company to furnish a cash 
capital of $2,600,000, and to ofter stock to the public to the 


amount of $1,600,000, making an estimated cost of the road to 
be $9,400,000.” 


Lima & Oroyo. 


Av American engineer in Lima writes to us as follows : 

“An item of. American enterpr’se and ingenuity may be 
noted in the lighting by gas, made from crude petroleum, ot 
the Galera or “summit” tunnel of this road. Crude petroleum 
abounds in the northern part of Peru near Tumbez and 
Nigritis. The su; ply of cheap fetroleum for use in the coun- 
try is therefore unlimited. The apparatus for making the gas 
rom the oil (a modification of the Rand patent) is erected at 
the west entrance to the tunnel, which is near three-fourths 
of a mile long and 15,650 teet above sea level. It was put into 
successful working nearly two months ago, and is estimated 
to have saved at least $100 per day since. At that elevation 
he lamps burned badly (the air being so rare), the tunnel 


was intensely full of smoke by their imperfect combustion, 
the dumping cars were frequently off the track for want of 
sufficient light to operate the running of them properly, and 
there were many other disadvantages due to bad light that are 
now obviated. 

‘Fifteen gallons of crude petroleum per day hghts the tun- 
nel perfectly, and the apparatus paid for itself in a month. 


‘The tunnel now lacks (Dec, 28) 450 feet of having the 
headings meet.” 


Intercolonial. 


The agitation for a reduction of the tariff on freight is 
spreading, and excites general interest in theMaritime Prov- 
inces. The Halifax Chamber of Commerce and the St. John 
lumbermen and mill owners have taken it up and appointed 
committees to urge upon the Government the necessity of a 
reduction. The lumber interests of Western Nova Scotia and 
Eastern New Brunswick and the lime-stone quarries, brick- 
yards and tanneries about Shubenacadie and Elmsdale are the 
interests coger ed affected. In fact, nearly all the local 
traffic of the old part of the road is in coarse and heavy 
freights, of whose cost the money paid for transportation 
forms an important part. 


Wisconsin Railroad Law. 


The officers of the Northwestern and Milwaukee & St. Paul 
companies held a conference in Chicago, January 20. It is re- 
ported that the object was to agree upon some measures to 
secure a modification of the Potter law. 

it is said that a bill has been prepared in accordance with 
the opinions of Governor Taylor, and that it will soon be 
brought before the Legislature. This bill is said to be very 
long, containing many provisions but the amount of it is that 
the Railroxd Commission is to have power to adjust the rates 
of fare and freight and to fix minimum charges for each road. 


A strong attempt is to be made to secure the passage of this 
bill. 


The Hoosac Tunnel Line. 

The Fitchburg Railroad Company has made arrangements 
with the Troy & Boston Comnany and the contractors who are 
rebuilding the Troy & Greenfield road for the transportation 
of its cars. Further arrangements are being made with the 
New York Central & Hudson River for through rates, and the 
company will shortly establish a through line between Boston 
and Chicago by way of the Hoosac tunnel. 


Peoria & Rock Island. 


The United States Circuit Court has appointed Mr. John R. 
Hilliard, now General Superintendent, Receiver of this road 
in the suit brought by the boadholders. 


New Jersey Midland. 

It is reported that a number of landholders along the ‘ine, 
who have not yet been paid for the right of way, are about to 
unite and endeavor to make a settlement with the company. 
They do not wish to take extreme measures or to embarrass 
the company, but they want a final settlement on some equit- 
able basis. 


Hannibal & St. Joseph. 

The Trustees under the Land Mortgage of 1863, in accord- 
ance with the provisions of that mortgage, invite proposals for 
the sale to them of $50,000 of the bonds issued underit. Pro- 
posals will be received up to noon of Feb. 2, and must be di- 
rected to Wm. H. Swift, at Ward, Campbell & Co.’s, No. 56 
Wall street, New York, or to the Trustees, care of Chas. Mer- 
riam, agent, No. 26 Sears’ Building, Boston. The proposals 
will be opened in Boston, Feb. 8, and tbe result declared. 


Canadian Pacific. 


The Department of Public Works of the Dominion of Can- 
ada invites —— for the grading and bridging of a section 
of 45 miles of this road, from the town plot of Fort William, 
near Thunder Bay, Lake Superior, to Lake Shebandowen. 
Plans, specifications, forms of tender and other information 
can be obtained on application to the office of the Engineer- 
in-Chief, Ottawa. Proposals will be received until Feb. 27, 
and should be addressed to F. Braun, Secretary Department 
of Public Works, Ottawa, Canada. 

The plans and specifications for that part of the line be- 
tween Lake of the Woods and Red River will be ready in two 
or three weeks. 


St. Louis & Southeastern. 

Notice is given that the coupons on Evaneville, Henderson 
& Nashville fir-t-mortgage bonds, which became due January 
1, will be paid February 1, with 6 per cent. interest to that 
date, on presentation at the Bank of America in New York, or 
to St. John Boyle, Receiver, at Louisville, Ky. 


Kansas Pacific. 


This road has been suffering from a snow blockade of un- 
usual severity and duration. Traffic was almost completely 
stopped from January 4 to Jannary 18, and on the latter day 
an express train reached Denver eleven days behind time, 
having been 13 davs on the road. The weather was very severe 
and the passengers suffered somewhat, though not as much as 
might have been expected. The worst trouble was on the 
Smoky Hill Division on the plains of Western Kansas. 

A suit has been begun by Baltzer & Taaks, bankers, of New 
York, to recover $40,670 due on unpaid coupons. An attach- 
meut has been put on the company’s property at Kansas City. 
Toledo, Peoria & Warsaw. 

The United States Cireuit Court finally settled upon Mr. A. 
Lawrence Hopkins as Receiver, and made an order appointing 
him January 20. Besides the usual powers of a Receiver, Mr. 
Hopkins is directed to examine into all contracts made by the 
trustees with the Lllinois Central and to report to tne Court 
whether, in his opinion, they ought to be annulled or con- 
tinued in force. e is required to give bonds in $100,000. 

Mr. Hopkins was for some time and until recently 
Vice-President of the Llinois Central, and was before that 
General Manager of the Kansas City, St. Joseph & Council 
Bluffs road. He is esteemed, a man of energy and business 
capacity and decided ability. He is a son of President Hop- 
kins, of Wiltiams College. 


North Pacific Ooast,. 


This road was formally opened for travel January 7, by an 
excursion over the line, and regular trains began to run Jan- 


uary 18. 

The stations and distances from Saucelito, the bay terminus 
(six miles by water from San Francisco), northward are: Ly- 
ford’s, 4 miles; Corte Madeira, 7; Tamalpais, 9; San Rafael 
(branch), 10; San Auselmo, 11; Fairfax, 12%; Al- 
derney, 1844; San Geronino, 19%; Lagunitas, 22 ; 
Taylorville, b5; Jewell’s, 26; Garcia, 29; Olema, 321%; Miller- 
ton, 364%; Marshall, 4144; Hamlet, 45; Tomales, 49. The 
schedule time from Saucelito to Tomales for the present will 
be 84% hours. The company owns the ferry from Saucelito to 
San Francisco. The San Rafae) Branch is abont three miles 
long and is extended four miles further, to San Quentin, by the 
old San Rafacl & San Quentin road, which the company leases, 
giving it a second outlet to the bay and a second ferry line to 
San Francisco. 


Baltimore & Potomac. 


The compary has pruposed an arrangement of the long 
standing controversy with the Georgetown and Washington 





ople with respect to the Long Bridge over the Potomac at 
Washington. he offer made is to remove the several ob- 





structions which imperil navigation at and near the present 
draw-way at the Virginia channel, viz.: the fender on the 
northwest angle of the draw-way, and the sunken or sub- 
merged piles at both ends and sides of the same, wherever 
they may be, ee navigation. Itis also proposed, in 
lieu of the present draw-way of only 62% feet wide, to extend 
the same to a width of 78 feet in the clear, and to cause the 
drawbridge to be opened, on due signal, at any time of the 
day from one hour before sunrise to one hour after sunset. 
This eae appears to be satisfactory to all parties con- 
cerned. 

Asecond mortgage made to secure $2,000,000 bonds to be 
issued has been put upon record in Maryland and the District 
of Columbia. It ismade to Albert Hewson and John 8. Lee, 
trustees. 


Utica & Black River. 


The extension to Morristown is now graded and ready for 
the rails to Brier Hill, N. Y., 18 miles north from the present 
terminus at Redwood, with the exception of the cutting near 
Foster’s Quarry. Negotiations are pending which may result 
in tho building of a branch or extension from Morristown 
northeast to Ogdensburg. 


Marmore & Madeira. 

An English paper says : 

“A numerously-signed protest has been brought out at 
Cobija, stating objections to the late international agreement 
as to limits between Chili and Bolivia. Mr. Davis, the Engi 
neer of the Mamore & Madeira Railroad, has presented fis 
report to the Assembly, and awaits the resolution of that 
body to go on with the works. The district over which the 
railroad will pass is in general level, except the first league 
from San Antonio. Three rivers will require iron bridges. 
Coi. Church had contracted with Messrs. Stephen W. Dorsey 
to complete the road in two years for £6,000 a mile, on a base 
of 15344 miles at a cost of £925,000. The funds deposited in 
the Bank of England amount to £580,000, requiring still two 
millions and a half of dollars. Inthe Assembly there are two 
parties, one in tavor of continuing the work, and the other 
that the contract with Col. Church should be rescinded. A 
ot mistrust exists in the country about the enterprise. The 

iscussion was still going on in the Assembly.” 
Ohilian Railroads. 

It is reported from Valparaiso that the Chilian Government 
has conceded a State guarantee of 7 per cent. on $3,000,000 in 
favor of the two projected lines of Transandine railroad by 
Copiapo and Aconcagua, and the President has been author- 
ized to contract a new foreign loan to bring in $9.500,000. Of 
this sum $4,500,000 are required to ay off the 7 per cent. 
loan contracted in London in 1867, and the remainder, $5,000,- 
000, is destined to convert into a foreign loan the various in-* 
terior bonds issued by authority of Con ress for various pub- 
lic works in Valparaiso and other parts of Chili. The promo- 
ters of the two Transandine railroads are allowed one year 
for the completion of the necessary surveys, and they are 
required to commence the work within a year after the ap- 

roval of the plans they submit. The lines will then have 
to be completed within a term of five years. All materials 
will be admitted free of duty. There was a great diversity of 
opinion in the two Chambers as to the effect a Transandine 
railroad would have on Chilian commerce, Some of the sena- 
tors and deputies were of opinion that direct communication 
with an Atlantic port would ruin Valparaiso, and so militate 
against the true interests of Chili. However, a memorial, 
signed by the pane aes of the commercial community of this 
port, at length, set forth the conditions of trade between Eu- 
rope and the West Coast, and the explanation served to prove 
such fears were illusory and contrary to the actual facts, 


Information Withheld by Defaulting Companies. 

The London Times says: 

“Complaints are constantly reaching us that no information 
of any kind can be obtained from responsible agents as to the 
position of several prominet American railways. In some 
cases coupons have been called in for payment, and when the 
date for paying came no money nor information has been 
forthcoming. Tne New York, Boston & Movtreal is a promi- 
nent defaulter in this respect. The prospectus of the first- 
mortgage bonds of that company, issued in 1873, aor a most 
favorable history of the state and prospects of the railway, 
and now it is to all aepanseese bankrupt. Those who are re- 
sponsible for the statement upon which the money was ob- 
tained ought certainly to make clear the reason for this col- 
lapse.” 





“ANNUAL REPORTS. 





Delaware. 

This company owns a line from Delaware Junction, on the 
New Castle & Frenchtown road, south to Delmar, on the Ma- 
ryland line, 883 miles, with branches from ‘Townsend, Del., to 
Massey’s, Md., 9 miles, from Seaford, Del., west to the Mary- 
land line, 6 miles, and from Clayton to Smyrna, 144 miles, 
making 99% miles in all. The road is worked by the Phila- 
delphia, Wilmington & Baltimore Company, which receives 70 
per cent. of the gross earnings. 

The property is represented by the following securities : 
Stock ($12,444 per mile)... 02.0005 coscersccccceccce soos $1,330,962 
Bonds ($7,071 per mile) 


B00s se cnececcccoccerececcescescesese 000 
State loan ($1,717 per mile). ...cccccccccsccccscosecccccccces 170,000 
Total ($22,282 per mile)......csccccsscccccrcscece- os $2,200,952 


Of the bonded debt $600,000 becomes due in July, 1875, but 
satisfactory arrangements have been made by which it will be 
paid or renewed. The present lease of the road has been re- 
newed for 21 years trom its expiration. The sinking funa 
amounts to $164,201.05, an increase of $16,240.25 sinee last 

ear. 
. The operations of the road for the year ending October 31 
were as follows: 











1874. 1873. 
Earnings from passengers............. $155,007 28 $157,844 16 
BOM ccc ccccccccccccsscess ceccesee 269,078 91 368,298 76 
CURSE COEBCEB .ccocccccscs § «—- cecccorces 11,882 60 8,528 00 
TN SONI 5 06ckc ics receneis $495,968 79 $534,670 92 
Expenses, 70 per cent., paid Jessees.... 305,178 15 384,963 07 
Dividends, interest and rentals........ 125,273 51 125,093 41 
WR 0 ks 0 00:c00nn 60080sebn0s00e0 $430,451 66 $510,056 48 
BUTI. 000000000 00 0000000000+c00cce000 $5,517 13 $24,614 44 


The earnings show a decrease last year of $98,702.13, or 
18.46 per cent. This is due mainly to the failure of the peach 
_- The earnings per mile were $4,404 in 1874, and $5,401 in 
1873. 

Passenger traivs ran 102,433 miles; freyght, 154,731 ; other, 
6,971 ; a total of 264,135 miles, an increase of 1,200 miles over 
the previous year. 

The road has . een kept 10 good order by the lessees. The 
Delaware & Chesapeake Canal bridge has been almost entirely 
rebuilt, both in masonry and superstructure, and thirteen 
other bridges greatly improved 7 new work. About nine 
miles of track have been relaid with new iron, in which were 
used over 800 tons of new rails. Ihere have also been put 
into the track 37,457 ties, 510 being double length. 

There was expen ed for construction, for excess of weight 
of new rails over old ones taken out, repairing the dam at Sea- 
tord, and new freight house at Dover and other improvements 
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and additions to the road, the sum of $17,404.77, which has 


been paid for by the issue and sale of stock guaranteed by 
lessees, , 
Oentral of Georgia. 

This company operates the following lines: 
Centre] Railread: 


Miles 
Savannueb Division, Savannah to Macon............-+ee0+ 192 
Atlanta Livision, Macon to Atlanta........... ainilel wana 102% 
Augusta Branch, Millen to Augusta......... ..2es-eeeeee 63 
Eatonton branch, Gordon to Eatonton.............06566- 39 “ 
——386 
Southwestern Railroad: 

Macon, Ga., to Eufaula, Ala...... .. .ccccccsccccsecseces 143 
Muscogee road, Fort Valley to Columbus oY | | 





Fort Gaines Branch, Cuthbert to Fort Gaines 
Albany Bra ch, Smithville to Albany 








Blakelv Extension, Albany to Arlington........... . 35% 
Perry Branch, Fort Valley to Perry............eesseeeees 12% 
305 44 
Upson County Railroad, Barnesville to Thomaston.............. 16% 
WR nsin6ctrscnccsatnas de Sra nen nae abn aaa 10834 


The property owned consistsof the Savannah and Atlanta 
divisions, the other lines being leased. The Central company 
owns a ‘arge part of the stock ot the Southwestern and Eaton- 
ton Branch companies. The property is represented by the 
following capital account: 


Stock . .....00- $000 seesescens beaknsrebiosvnbsine jiaemede $7,500,000 
Pended Gent... sccccccccssces WaGcae chi nsciawbee caoksane 3,431,000 
RN DOME occ.0s ccvcteccccccccscescccceccescescesocsce 300,000 
TAG GROG o:0. Kec cine cnccedcccees:.cces escsessencvieccesice 286,660 

BH 5: [bs GARG ORCe de knee akan Gas wneNs Deaekeens $11,517,600 


This is at the rate of $25.467 of stock per mile owned, and 
$12,669 of bonds. The company holds $699,460 in stock and 
#72,500 in bonds of other companies, besides a large invest- 
ment in steamship lires. The funded debt has been increased 
by $615,000 since the last report, 

The present report covers a period of only nine months, 
from November 30, 1873, to August 31, 1874, the fiscal year 
baving been changed, so that it will end with August here- 
after. The operations of the various lines for the nine months 
were as follows: 

Net Per c. Earn. 
Savannah Div. Earnings. Expenses. earnings, of exp’s. p.m. 
and branches. $1,102 725 80 $689,658 83 $415,066 97 62.54 $3,8°3 


Atanta Div 448,913 09 371,346 85 177,666 24 82.72 4,380 
Southwestern 

Railroad...... 606,621 51 439,498 OL 67,123 50 86.75 1,658 
Upson County 

Railroad. .... 6,368.82 6,972 30 *603 48 109.47 386 





Bote ..0ccces $2 064,629 22 $1,507,475 99 $557,153 23 73.01 $2,914 
Central Railroad Bank 14,092 75 


Total net earnirgs............ $571,245 98 


* Defic’ency. 


As compared with the same period of the preceding year, 
there was a decrease of $341,533.80, or 14.18 per cent. in earn- 
ings; a decrease of $754,480.95, or 33.36 per cent. in expenses; 
an increase of $412,947.15, or 286.36 per cent. in net earnings. 

The whole number of passengers carried was 84,949 against 
103,025 for the same period in 1873. The cotton carried over 
the Savannah Division was 281,522 bales ; Atlanta Division, 
11,610 : Southwestern road, 19,899; total, 313,031 bales against 
277,732 in 1873. Tbh: nine months covered by the report co 
not include the three when the cotton transportation 1s 
heaviest, 

The expenses were divided as follows : 


Transportation (%7.3 per cent. of total)............e. scenes $412,246 05 
Motive power (34.3 per cent,).......-..e02+-eeeee seccecces 517,376 83 
Case (OF BOP GONE dvcccccc 200 88 se coccccccrcsccccccces BORER OS 
Repairs of road (23.8 per cent.)......... sseseeeeees paseaan 358,034 76 
Stock killed (0.9 yer cent.)...... pi nergmmienaniekacas a's. edit 12,947 90 
UIE 65.56 ~ <cccccececces.cnessncecces 53,383 99 
Repairs of buildings (0.9 per cent.)...............ceeeeees 13,588 60 





Payments from net earnings were as toliows : 
Rent of Southwestern Railroad.. ................0e00eee $332,531 00 
“Augusta & Savannah road 


. $1,507,475 99 








73,000 00 

* Katonton Branch...... gnead 50b00s coneneeese -» 14,050 00 
Interest on bonds......... JEseeeabiesescnaddreneacqancinon 179,492 50 
NAG Aeucas Be auaioadaneeh4e.s0bereeckcesicnnaasen $599,023 50 


On the Savannah Division, 100 tons of new rails have been 
used m repairs, and it is estimated that 25 miles will be 
needed during the current year. On the Atlanta Division 2% 
males new iron and 47,208 ties have been used; 25 miles of 
new iron will be needed. On the ‘Southwestern road about 
two miles new rails and 50,231 ties have been used; 10 miles of 
rails are needed, Some new buildings are needed. 

The eqnipment cf the road is as follows: 





lL es, 8 NNER ces oc:basece's aes Caretceseoues 58 
ee ARIE AOMNIOR, ccccccs cee: sees ovsececsccese 22 
e IU dp incccsasenscen: cnmesm wane 36 
— 116 
Passenger train cars.......... edb aennee aeensecancene eoececee 124 
ONES cccccepecesas scnncescccenssesess nbeecccess 1,441 
eR ictivctcpicecectncc: c0sececensien soesisciss 12 


This is a decrease of 19 freight train cars since the last re 
port, andan increase of one passenger train car and 10 en- 
gives. The company has also 133 cars in the Green Line. 

There being some question about the compeny’s right to 
own steamers, it has been resolved to organize a company 
under a charter granted in 1872 and to transfer the steamers 
to it, the Central company owning so much of the stock as to 
make it still the virtual owner of the ships, and as effectually 
control their management as though they stood in its name. 
Such an organization will not only relieve the company from 
any — as to the legality of owning steamships, but will 
afford an opportunity of enlarging the sphere of the steamship 
company so as to enable it to build ships for a foreign trade 
whenever the commerce of Savannah will warrant. 


‘Cleveland & Pittsburgh. 


The road owned by this manera being leased and worked by 
the Pennsylvania Company, its a relates mainly to its 
financial affairs. For‘the year 1874 the receipts and disburse- 
ments were as follows: 
Receipts from the lessee for accounts of rental, interest, 
CCIE OOD coe... ccccenccsecccseve Raat OES $1,140,091 53 
Dividends Seee 
Interest on funded debt ................0008 268,755 00 
Sinking fand—consolidated mortgage 


WON inves cadiedibs cena biascsenceons anes 
Maintenance of organization 





construction and equipment 


aeaeaemeadacinies iaenaee a 
Balance $661 16 
The capital stock remains substantially as at the last report. 
There is still outstanding of the old issue $20,900 not presented 
for reissue into guaranteed stock. Of the $18,000 second mort- 

age bonds reported as outstanding and unpaid at the close of 


sun year, all have since been presented and retired, except 


Provision has already been made for honoring the third 


mortyage bonds, $1 252,000, at their approaching maturity, 
May 1 next, and public notice has been given that pgyment ot 
the same may be anticipated by the holders thereof from and 
after December 15, at par and acerued interest on presentation 





at the office of the Farmers’ Loan & Trust Company, in New 
York. When these shall have been retired there will remain 
but two mortgages on the property, viz.: The fourth mortgage, 
maturing January 1, 1892, and the consolidated and sinking 
tund mortgage, maturing November 1, 1900. 

There have been retired and canceled during the year by 
the operation of tbe sinking funds $38,000 of the consolidated 
mortgage bond, leaving the amount outstanding at the close 
of the fiscal year $1,461,000. The issues of these securities 
to provide means for payment of the third mortgage, as con- 
templated in the mortgage itself and stipulated in the lesse, 
will amount to about $1,275,000. The uegotiations for the 
sale of the same, substantially at par, have been completed 
since the close of the fiscal vear, and the results will appear in 
the succeeding report. 

The construction and equipment bonds have been increased 
by the issue of an additional $600,000 to the lessee to apply on 
account of betterments mede in 1873. There have been 
retired $3,000 of chis issue in the sinking fund, and an equal 
amount remains in that fund awaiting the presentation of 
allotted bonds already called in. The balance sheet shows 
$1,197,000 of these bonds outstanding, practically there are 
but $1,194,000. These bonds mature Jannary 1, 1913. The 
operation of the sinking fund will retire the whole of those 
now outstanding not later than the year 1906. 

The capital account now stands as follows : 
Old stock outstanding...... 





$20,900 

Guaranteed stock .......... 11,210,050 
PNNA56's4h: biScwes dienes, sWeneecendwabsdeekeerseuesae's.e 12,261 
Total stock $11,243,211 


Rb Oe. S O06 0d 568d 66SSeb. chosen snes Sb0060000806 $11,243,211 
Second-mortgige bonds 
Third-mortgage bonds ...... sigeaae seere< 
Fourth-mortgage bonds and scrip .. .............. 
Consolidated bonds 


CRP cccereeesccccsccoeesceccoececece $500 
1,252,000 
1,104,844 





SEEN EDEL CORR GReKER < dasece winw, eoeeeed 1,461,000 
Construction and equipment bonds ................ecceees 1,197.000 
RE IN ANNE Sie canned oh ncen ead c babeuncewbinkeuimats $5,015,544 
OO ANN 6 0.5.5 5d ceRecReeee eewaaceedarses $16, 258.555 


The funded debt given does not include $102,500 bonds in 
the sinking funds. 





The Maine Railroad Commissioners’ Report. 


The report is now almost ready for submission to the Legis- 
lature, and a summary of it has been published. the Com- 
missioners say that the material and equipment of the 1ail- 
roads are better than ever before. This is especially true with 
the Maine Central, Grand Trunk and the Portland & Roches 
ter. Large expenditures of money have been made to make 
permanent improvements. No life has been lost upon the 
roads from the neglect of officers or employes. The Portland 
& Oxtord Central Railroad still rests under the injunction im- 

»e8ed upon it on account of its poor and unsafe condition. 
Three new railroads |‘ave been opened for travel the past year 
—the Somerset, 20 miles (most ot it built the previous year) ; 
the Lewiston & Auburn, a branch of the Grand Trunk, 5% 
miles ; the Bucksport & Bangor, 18 miles. The Bangor & Pis- 
cataquis has been extended 6% miles to Abbot, making the 
aggregate length of steam railroads now in the State 960% 
miles, and of horse railroads 634 miles. 

Tbe Commisrioners consider the maximum weight and 
length of trains important questions, and suggest it would be 
better to reduce the weight and great length, and multiply 
the number of trains and make imperative the rule to reduce 
speed inversety to the weight of trains moved ; have a uniform 
speed of trains definitely fixed ; reguiate the weight and length 
of trains by it as a regular system ; recommend leaving the 
problem of rates untrammeled by legislative enactments to 
those whose special business is to study its intricacies. In- 
tlexible rates cannot be imposed witbout serious if not fatal 
injurv upon railroads and business. The result of interference 
would be unjust discrimination between business centers. 
They recommend enactments providing against fraudulent 
use of tickets ; arrangements on passenger trains for plain re- 
freshments at moderate prices; companies to own sleeping 
cars and use and run ——. on night trains; reducing 
the price of berths, placing them within reach of every one ; 
entire abolition of the practice of issuing free passes; more 
careful management of freight department, to meet the in- 
terests of both the public and roads; adoption of a regular 
system of rewards for continued meritorious service and ad- 
vance of compensation for faithfulness. 

The subject of the decision of the courts that,railroad 
tickets are “‘ good until used,” is taken up and discussed. A 

reat deal of trouble is occasioned by these tickets—persons 

uying tickets and stopping over at stations several days. The 
law is pronounced justin making an uncanceled ticket good 
for its io. but the fact that a ticket has been presented and 
punched should ke prima facie evidence that the party hoid- 
ing it started upon his journey with the tucit agreement to 
complete it without break, and that he did so complete it, ac- 
cording to contract implied by the ticket. 

There has beena strikingly marked improvement on the 
Atlantic & St. Lawrence Division of the Grand Trunk Railway, 
and it has unquestionably becoine again a good road. A bridge 
84 feet in length, near Bethel, bas been built of iron, and an 
iron bridge at West Paris is taking the place of the wooden 
one. The new Lewiston & Auburn Branch has four iron 
bridges. that branch being laid with steel rails. The gauge 
on the Grand Trunk has been changed from broad to standard 
The manegement of the Boston & M ine road is very success- 
ful; the road is well constructed and _ thoroughly 
equipped; the wharf accommodations are excellent 
and ample. There have been marked improve- 
ments made on the Portland & Rochester  Rail- 
road, the marginal way completed, bridges strengthened, 
repaired, etc. Earnings of the road will pay well on the in- 
vestments. The Portland, Saco & Portsmouth, being leased 
by the Eastern, is always kept well equipped, and affords every 
facility for the dispatch of business and the safety and com 
fortof travelers, It hasa newiron bridge at Biddeford, 606 
feet long, and others in procese of construction. The man- 
agement of the Portland & Ogdensburg road is quiet, prudent 
and sagacious. The g:ading and masonry of the extension 
into New Hampshire is nearly completed through the White 
Mountain Notch, the track being laid to within six miles of 
the Crawford House. The Portsmouth, Great Falls & Conway 
road, a small portion only ot which is in the State, is much 
used forSummer excursionists, and is in faircondition. The 
consolidated European & North American Railway and Bangor 
& Piscataquis Railroad has built and extended its branch from 
Guilford to Abbot, 6 2-15 miles, on its way to Mooschead Lake, 
which is 22 miles further on. The repairs on this road are not 
kept up as true economy requires. The St. Croix & Penobscot 
Railroad is safe for the kina and speed of trains runover it; its 
business is largely the transportation of lumber. The com- 
pany has not abandoned the idea of extending the road to 
Grand Lake Stream, twelve miles. The Houlton Branch of 
the New Brunswick & Canada Railroad isin very fine condition. 
The Portland & Oxford Central Railroad still re- 
mains under the ban of the injunction imposed by the Su- 
eapee Court in November, 1878. No repairs have been made, 

he rolling stock has been taken off, and the road apparently 
abandoned. The stockholders have lost iheir entire invest- 
ment in the road, and the innocent holders of bonds have met 
with an almost total loss. The Whitneyville & Machias Rail- 





road is used tor the transportation of lumber from Whitney- 
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new road, extending trom Bucksport to Brewer, and connect- 


ing with the European & North American Railroad. It is not 
altogether finished, though trains are run overit. The con- 


solidated Maine Central Railroad embraces nearly all the rail- 
road system of central Maine, controlling 355 miles of road, 
Every department of the corporation is run with great order 
and regularity, and wise and wholesome rules are strictly en- 
forced. The track and the road-bed have been greatly im- 
proved, bridges built and substantial structures erected at 
stations. Good j1dgment has been exercised in the removal 
of the unwieldy and heavy Pullman cars from t!-e day trains, 
Ten new bridges have been built, making a total of 2,341 feet; 
and a vast amount of new rails laid, including cons derable 
steel rail. The rolling siock of the road and its several 
branches is in excellent condition. The Knox & Lincoln Rail- 
road has strengthened several bridges the past season, and the 
road is believed to be at the present time in good condition, 
The road has needed and received a vast amount of grading, 
and is probably the most costly road in the State. Itis 49 
miles long and cost $2,758,334.98. The business of the road is 
steadily increasing. The Somerset Railroad from West Water- 
ville to Norridgewock, has been recently opened to a point 
about one mile south of Madison bridge. Itis the intention 


of the company to push the road the next season to North 
Anson or Solon. 


Fighting Snow on the Plains. 

The Denver News of January 19 says: 

The train which left Kansas City, over the Kansas Pacific, a 
week ago last Lhursday, arrived here at1 o’clock yesterday 
morning, having made the tempestuous journey in eleven 
days. It left Wallace at 1 o’clock Sunday, ana was pulled and 
pushed through by four engines, averaging 25 miles an hour. 
It brought six tons of mail, an immense bulk of express mat- 
ter, and 85 passengers,;f whom 77 were ticketed to Denver, 
two to San Francisco, and six to neighboring towns. Omni- 
buses being in waiting, the passengers were landed, carpet- 
bag in hand, at the various hotels by 1:30 o'clock, and at 3:30 
the letter mail had b en distributed, and at 7a. m. all the 
express matter had been delivered by Wells, Fargo&Co, The 
mail-bags yielded to De ver parties alone about twelve thou- 
sand letters and over a ton of newspapers, to say nothing of 
the forty thousand letters and the tons of newspapers for 
surrounding puints. 

The train out of Kansas City Friday—a week ago last Fri- 
day—reached Salina Saturday. A fearful storm had been rag- 
ing since the day before. There it stuck till Saturday’s and 
Sunday’s trains came up from the East. These and Thurs- 
day’s train, which had been lying at Salina, were thrown into 
one, and that pulled out Sunday night. It came west to 
Russell, sixty miles from Salina, where it was compelled to 
remain till morning. The mercury dropped down to 22° be- 
low zero, and, so intense was the cold, tiat the passengers on 
the two sleepers, Atlas and Dexter, passed a miserable night, 
notwithstanding they had what would ordinarily be consid- 
ered plenty of covering. All that day it stormed unceasing- 
ly. The wind blew a gale and the snow was wafted in sheets. 
The gale continued until late in the night, and the train stood 
still until Thursday, wren it pushed ahead to Ellis, where 
the east-bound pass agers, including a bridal party, had been 
blockaded. 

Here the passengers were obliged to remain until Friday. 
At3p.m. of that day the train ran up to Park’s Fort. and 
there m«t the snow brigade, consisting of shovelers, a snow- 
plow and five engines, which had woiked through from Wal- 
lace. The track was reported clear, and the train pulled out 
for the West, but on the second mile from the station butted 
against a snow bank, and backed out and returned to the fort. 
‘here was little or nothing to eat at the station, and the nu- 
merous stomachs aboard the train were beginning to grow 
uneasy; but Saturday morning a relief train, with cooks, 
eooking fixtures and plenty of provisions, arrived from Ellis. 
The passengers couldn't complain of the accommodations, 
and nobody seemed inclined to grumble. For, in addition 
to the abundance of substantials, the passengers luxuriated 
on select oysters from the express car, for which the epi- 
curean palates of Denver were longing. The General Super- 
intendent had notified the conductor to give the passengers 
the run of anything in the exprese car, and the company 
would foot the bill. The cases were opened and everybody 
invited to go for the bivalves, About 180 caus were emptied 
of their contents. 

Meantime an “outfit,” consisting of five engines, a snow- 
plow, and a large force ot men, was organized, and on Satur- 
day started ahead to clear the track, the train, with snow- 
plow and three engines, bringing up the rear. They encoun- 
tered snow-drifts every few miles, but managed to make 
eighty miles that afternoon, and at 6 o'clock stuck again 
within five miles of Sheridan. It had been growing colder all 
day, and that night the men refused to work, and hung about 
the stove and engine furnaces till morning. Sunday at1 
o’clock the train reached Wallace, where it passed the two 
trains which left Denver on the 11th and 12th, and arrived 
here at the hour indicated in the outset of this account. 

Probably not less than 250 shovelers and other workmen 
were employed during the blockade on the Smoky Hill Divi- 
sion. The obstructions were scattered along over 220 miles 
of track, Cuts occur at short intervals, but, with but few ex- 
ceptions, they are not so deep nor so well protected by snow 
tences as those on the Denver Division. During the eleven 
days ending Sunday there were twenty-two engines in active 
service between Wallace and Brookville. The engines from 
the Kaw Valley Division were Nos. 15, 68, 71 and 87, while Su- 
perintendent Fisher dispatched to their aid Nos. 46, 64and 66, 
from the Denver Division. ‘These three. locomotives and a 
snow-plow are turned up in the ditch a short disiance beyond 
Hays. Seven engines were bounced from the rails during the 
eleven days. Three jumped the track early one morning, 
and by 3 o’clock p. m. they were back upon the rails, 
and at 6 p. m. they were plunging inte fresh snow-banks. 
The engineers and section men, though inured to fatigue 
and toil, suffered terribly from exposure, but faced and fought 
it like heroes. The General Superintendent, Lyford, the Di- 
vision Superintendents, Dorrance and Garner, and the Super- 
intsndent of Machixery, Waugh, shared the hardships with 
their workmen, even to shoveling snow from the cuts. The 
General Superintendent was generally to be found where the 
snow-plows were. lor eleven days the engineers and firemea 
never left their posts. Some of them butted snow without 
tood or sleep for forty-eight hours. Deserving of particular 
mention are en Robert Henderson, Henry Chryslis, 
Charles Lake and Thomas Loftis. Half the time their work 
was to no purpose, the snow drifting into the cuts faster than 
they could shovel and plow it out. The drifts were often a8 
solid as earth, and, in tact, not unlike it in color, for the winds 
picked up snow and gra-s, roots and all, and landed them to- 
gether in the cuts. In one cut, near Ogallalla, the snow was 
so hard that when two engines, weighing thirty-two tons 
apiece, fastened together, and running at thirty miles an 
hour, struck it, they ran right up on the top of-the drift, and 
atood there without sinking in more than an inch or two. 
passenger says the grandest sizht he ever saw was when five 
engines and a snow-plow took a half-mile run into a huge 
drift. The drift was 100 feet long, and the engines were 1- 
visible to spectators from the time they struck it until they 
emerged, as if from a tunnel, at the other end. The watel- 
tanke were all frozen up, those at Park’s Fort and Grinnell 
having thirty-six inches of ice over them, and for four days 





ville to ide waters. The Bucksport & Bangor Railroad is a 
> ° 


the engineers kept their locomotives alive with melted snow. 
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J. H. SCHAEFFER. F. H. SAYLOR. 


J. H. COFRODE & CO., 
Engineers and Bridge Builders. 


DESIGN 


J. H. COFRODE. 


AND CONSTRUCT IRON, WOODEN AND COMBINATION BRIDGE 
AND ROOF TRUSSES, &c., 


OFFICE : 
No. 530 Walnut Street, Philadelphia. | 


KELLOGG & MAURICE, 
OFFICE AND WORKS: ATHENS, PA. 


RRROOL 












Iron and Wooden Bridges, Roofs, Turn-tables. Ete. 
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PASS EN GER CARS, 
Of the Finest Finish, as well as Every Description of CAR WC RK, furnished at Short Notice 
and at Reasonable Prices by the 


_ HARLAN & HOLLINGSWORTH COMPANY Wilmincton, Del. 
WELLS, FRENCH & CO., 
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BRIDGE AND CAR BUILDERS. | 


Railroad and Highway Bridges, Roofs, Turn-Tables and Draw-Bridges. Bolts and Dimension Timber 
to order. Specifications and estimates furnished. 146 DEARBORN 8T., Chicago, 
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rs, Light, st ong and Elegant. 


ORDERS PROMPTLY FILLED. 


OMNIBUSES OF EVERY. 
No. 47 EAST TWENTY-SEVENTH STREET, NEW YORK. 
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National Locomotive & Machine Works. 


DAWSON & BAILY, 


MANUFACTURERS OF 


LOCOMOTIVES. 


NARROW-GAUGE LOCOMOTIVES A SPECIALTY. 





ER, BELL & CO. 








10 x 16 cylinders, Narrow-gauge Passenger Locomotive, 


LIGHT LOCOMOTIVES, 


EXCLUSIVE 
SPECIALTY 


For Mines, Furnaces, Contractors’ Use, and other Special Service ;Jalso Light and Heavy Styles of Narrow. 
Gauge Passenger and Freight. 


Office, No. 5 Monongahela House, t 
Works, A. V. BR. RB. ara 50th St., 


PITTSBURGH, PENN, 
BROOKS LOCOMOTIVE WORKS, 


DUNKIRK, N. Y. 





BROOKS 


a * — 


Orders Solicited for Loconiotives Adapted for 
Railway Service. 


H. G. BROOKS, Pres’r & Svr'r. 
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Having extensive facilities, are now prepared to furnish promptly, of the best and most approw d 
description, either COAL OR WOOD BURNING 


~ Soccmotive Fngmes, and other Varieties of Railroad Machinery. 


J. 8. ROGERS, President. SP “EEF 
R. 8. HUGHES, Secretary.) Paanson, N. THOS. ROGEPS, Treas., 
{ 44 Kxachange Place. New Vorb, 


“GRANT LOCOMOTIVE WORKS, | 


Sea WS J a. h ‘a a 


PATERSON, NEW 


JERSEY. 


NEW YORK OFFICE, - - = <= = = -= = «+= = = = = = 33 WALL STREET. 


~ LOCOMOTIVE ENGINE SAFETY TRUCK CO. 


OF NEW YORK, 





Proprietors of the following Letters Patent granted to Levi Bissell, Ang. 4, 1857, Nov. 2, 1858 (ex 
tended Nov. 2, 1872); A. W. Smith, Feb. 11, 1862; D. R. Pratt, Oct. 16, 1860; W. 8. Hudson, April 5, 1864 
and May 10, 1864. 


DRAWINGS FURNISHED AND LICENSES GRANTED ON APPLICATION. 


A. F. SMITH, President. 
ALBERT BRIDGES, Treas. 


M. F. MOORE, Seo’y and Agert, 
No. 46 Cortlandt «t.j N. V. 





EDWIN HARRINGTON, 


MANUFACTURER OF 


ENGINE LATEHECIES, 


And other Machinists’ Tools, 








OFFICE AND WORKS AT CONNELLSVILLE PENN. 


COR. OF NORTH FIFTEENTH ST. AND PENYSYLVAYVIA AVE. PHILA. 








iv THE RAILROAD GAZETTE. 





(Fesrvary 6, 1875 











DETROIT BRIDGE AND IRON WORKS, 


OF DETROIT, MICH. 











ENGINEERS AND MANUFACTURERS OF 


Iron Bridges. Iron Roofs, Etc. 


WILLARD 8. POPE, Prost. and Engineer WM. ©. COLBURN, Sec and Treas 








THE KEYSTONE BRIDGE COMP’Y, 
PITTSBURGH, PA., : 
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= 
Engivee's and Builders of WROUGHT-IRON and WOODEN BRIDGES, IRON ROOFS and BUILDINGS. 
Mavufacturers of Wrought-Iron Turnt:bles, Wrought-Iron Columns, Weldl’ss Chords, Castings, Rolls, 
General Machine and Mill Work. Illustrated Album sent on application to undersigned. 


J. H. LINVILLE, President, 
218 SOUTH-FOURTH STREET, Philadelphia. 
CIIARLES MACDONALYD, 
80 Broadway, New York. 
ENGINEER AND CONTRACTOR FOR THE CONSTRUCTION OF 


OOOO, 





IRON AND WOODEN BRIDGES, 
TRESTLES, STEEL SUSPENSION BRIDGES, ROOFS, ETO. 


JANE 






















SPEOIALTIE3:—Accurate workmanship; the use of double-refined iron; no welds; Phonix upper 
chords and posts,;the best, form of strut known; all work done on the premises, from ore to finished 
ridge. e wre: 
naeweneene ALBUM mailed on receipt of 75 cts. at 410 WALNUT STREET, PHI GAPELPHIA, PA. 








ENGINEERS AND CONTRACTORS FOR THE CONSTRUCTION OF 


Iron Bridges, Roois, Viaducts, Suspension Bridges, and Engineering Iron Work in General 


Splice Bolts, Nuts, Light Fcrgings, Bridge Roof and Machine Bolts. 
PLANS, ESTIMATES, ETU., FURNISHED ON APPLICATION. 
DANIEL RUNKLE, President. ALF. P. BOLLER, V. P. and Engineer 


WM. RUNKLB, Sec’y and Treas. J. W. GASKILL, Gen. Agt. 
JAMES CHRISTIE, Supt. 


New York Office, 23 Dey Street ; Works at Phillipsburs, N. J. 

















The Watson Manufacturing Company 
NO INU, INU INVANU ANG NOANG A 
PIP RXR 
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PATERSON, NEW JERSEY, 
BUILDERS of 
Post’s Patent Diagonal Truss Bridges, 


OF IRON, WOOD,fOR WOOD AND IRON COMBINED, FOR 


Railroads and Highways, Roofs, Tum-Tables and General Machine’ Work. 


NEW YORK OFFICE, 303 BROADWAY. 
W. G. WATSON, Pres.; J. WATSON, Vice-Pres.; A. J. POST, Eng.; HENRY A. WISE, Asst. Engr 








KELLOGG BRIDGE COMPANY, 


OF BUFFALO, N. Y., 





BRIDGE BUILDERS AND CONTRACTORS. 

Engaged in tre manufacture and construction of all kinds of Wrought Iron Railway and Highway 
Bridges, Vialucts, Trestle Work, Turn Tables, Roofs and other Iron Structures; also Combination 
Bridges (of Wood snd Iron), Make Railroad work a specialty, and are also prepared to furnish Contractors 
and others with al! kinds of finished Iron material for Bridges, Roofs, &c. 

Send for illustrations. 

Office: Buffalo, N.Y. P. 0. Drawer, 24) 


LOUISVILLE BRIDGE & IRON CO., 


Office and Works: Corner Oldham and llth Streets, Louisville., 
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BUILDERS OF 
FINK’S SUSPENSION AND TRIANGULAR TRUSSES, 
and other forms of Iron and Combinatio) Bridges. Also Manufacturers of Iron Roofs, Turn-tables 
Frogs, Switches, etc. 
ALBERT FINK, President. F. W. VAUGHAN, 


A. P.,COUHRAN, Secretary. GILMAN TRAFTON, | Engineers, 
E, BENJAMIN, Superintendent of Works. 





NIAGARA BRIDGE WORKS, 
BUFFALO, N. Y., _ 
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AWA BAB ASA 
BUILDERS OF IRON LATTICE B 
__ FOR RAILROADS AND HIGHWAYS. " 


8. J. FILLDS, ENGINEER. GEO. C. BELL, ManaGcer. 
Office and Works: Forest avenue, cor. Niagara street. 




















THE AMERICAN BRIDGE OO., 
{ CRE 
DASE Sh 
















A.B. Stonz, President. 
H. A. Rust, Vice President. | 
Wu. C. TayLor, Sec’y and Treas. 


E, HemMper.r, 
W. G. Coon1peRr, Engineers. 


J. W. Goopwin, Ag't, Houston, Tex, 
bh. ANUFACTURERS AND BUILDERS OF 


BRIDGES, 


‘ool, Tuming-Tables, Pivot Bridges, Iron Trestles, Wrought Iron Columas, Heary Castings, 


And General Iron and Foundry Work. 


FOR RAILWAY AND ROAD BRIDGES 
This Company employs the following well-established systems, viz.: 


fOR BRIDGE SUPERSTRUCTURES: Eost’s Patent Diagonal Iron Truss, Plate 
and Trussed Girders, Post’s Patent Diagonal Combination Truss, Howe’s Truss, 
and auy other desired system. 


FOR BRIDGE SUBSTRUCTURES: Pneumatic, Screw Piles and Masonry. 


tw Descriptive Lithographs furnished upon application. Plans, Spectfications and Estimates, together with 
Proposals, will be made and submii'ed w tony noe A — 


Bridges and Roofs upon the lines of nearly all the Rafireaas in the Western, Northwestern and South 
western States illustrate dertgns and attest the character and extent of products of Works. From among 
the important structures rece tly built, or now in process Of construction, the following are cited: 
Missouri River (R. R.) Bridge at Omaha, Neb., for Union Pacific R. R. Co. 

Missouri River (R. R. and Highway) Bridge at Leavenworth, Kansas, for Kansas & Missouri Bridge Co. 
Missouri River (R. R. and Hignway) Bridge at Boonville, Mo., for Missouri, Kansas & Texas Railway Co. 

ted River Bridge, and all others for Missouri, Kansas & Texas Railway Co. 

Mississippi River (R. R.) Bridge at Hastings Minn.. for Mirwaukee & St. Paul R. R. Co. 
Mississippi River (KR, R.) Bridge at Winona, Minn.. for Chicago & Northwestern Railway Co. 
ileeesion River (R. R. lesser channel a at Rock Island, Ill., for C., R. 1. & P.R. 
lilinois River (R. k.) Bridge at Grand Pass, I11., for Chicago & Alton R. R. Co. 

iMinois River (R. ge e at Peoria. Il)., for Indianapol 8, Bloomington & Weatern R. R. Co. 
\rkansas River (R. R. and Highway) Bridge at Little Rock, Ark., for Caire & Fulton R. R. Co. 
Union Passenger Depot Root at Chicago, Ill., for L.8.& M.8.andC.,R.I &P R R. Cos, 
Railroad Shops Roofs at Chicago, I11., for Chicago, Rock Island & Pacific R. R. Co. 

Railroad Shops Roofs at Elkhart, Ind., for Lake Shore & Michigan Southern R R. Co. 

Railroad Shops Roofs at Chicago, I1l., for Chicago & Northwestern Railway Co. 

‘Sailroad Shops Roofs at Parsons, Kansas, for Missouri, Kansas & Texas Railway Co. 














WORKS: Cor. Egas and Stewart Avenues. | OFFICE: No. 210 La Salle St., cor. Adams. 
ADDRESS, THE AMERICAN BRIDGE CO., CHICAGO. 


BALTIMORE BRIDGE Co., 
54 Lexington Street, Baltimore. 
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C. SHALER SmirTH, Prest. & Ch. Eng., 

C. C. WRENSHALL, Supt.of Erection, § 
C. H. Larru ve, A. Eng., Sec. & Lreas., EASTERN OFFICE, 

C. W. Bayxey, Superintendent, 54 Lexington Street, Baltimore, 
F. H. Smita, A. Eng. & Gen. Supt., Constructipn Office, Wilmington, Del. 


Design and Construct [rou, Stcel and Composite Bridges and Roofs of any form or span desired. 
Special attention is called to our Wrought-Iron Trestles and Viaducts, patented in United States, 

England, France and Belgium, and built of any height or length. ‘ : 
Lithographs and information promptly furnished. 















WESTERN OFFICE, 
417 Pine Street, St. Louis, 














Patapsco Bridge and Iron Works. 
WENDELL BOLLMAN, Proprietor. 


The Only Establishment in Baltimore Manufacturing its own Bridges. 




















Manuracture BULLMAN’S PATENT SUSPENSION TRUSS and other forms 0: 
iron and combination bridges, roofs, irov fronts and every description of cast and 
wrought iron work for buildings and railroad construction, 


Pneumatic Pile.—Having on hand all the necessarv appliances for sinking the same, we woul 
call especial attention to our great facilities for executing this branch of work. 
THIEMEYER’S PATENT SWITCHES. 
Eight-Inch Cast Iron Revolving Station Water Column, which will fill locomotive 
tanks in about one minute, and suc. as used on the Baltimore & Ohio Railroad. 
Marine Work in all its Branches.—The most approved designs and thorough exeeutio 
guaranteed in the construction of all classes of marine work. 





GHARLES KELLOGG, Pres’t, 8. D. BARLOW, Jr., Sec’y & Treas’r. 
GEORGE BEALS, Vice-Pres’t, peR REDNER, Sup't. 


Office, No. 8 South Gav street, Baltimore, Md. ; }Works, Oanton, Baltimore. 
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